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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
hy way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 


Or Ooo 





A CHANGING COORDINATOR? 


ITHER Coordinator Eastman has been seriously 

misunderstood or, as his term of office and the act 
creating him approach their end, he is changing his 
views or making known his real ones, differing from 
those he has been supposed to hold. In an address this 
week at Bethlehem, Pa. (elsewhere in this issue), he 
expressed the opinion that, while we should all have 
no difficulty in agreeing that it was in the public in- 
terest to provide full opportunities for employment so 
that no one able and willing to work should suffer for 
a means of livelihood, we had not yet found the right 
answer to the problem. “But it is,” he said, “reason- 
ably certain that we shall not find it in any program 
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that would stifle progress by putting an end to labor- 
saving improvements and maintaining unchanged the 
opportunities for employment that now exist.” 

And yet it was Coordinator Eastman who, taking 
the job as Coordinator under a law limiting his activi- 
ties in the matter of interfering with labor, insisted 
that the law was also a limitation on the railroads 
themselves in that respect and so, on the theory that 
the railroads really wished to accomplish some econ- 
omies that would reduce the number of employes, pre- 
vented them. It is no excuse for him that the railroads 
had no business to accept his interpretation of the law 
or that they were, perhaps, glad to have that reason 
for non-action. He is responsible for his insistence 
that they could not move to reduce employment, ex- 
cept on terms acceptable to labor itself. He is the or- 
iginator of the idea of railroad unemployment compen- 
sation. He does not like the Wheeler-Crosser bill— 
and his dislike of it is, perhaps, not inconsistent with 
his like for the principle carried out in it—but he is 
for the kind of thing that the proposed Wheeler-Cros- 
ser legislation represents—enforced compensation for 
employes displaced by the kind of progress he talked 
about at Bethlehem. 

Does he believe that employes thus displaced ought 
to be compensated directly in wages for what they do 
not do, or does he believe that, in the long run, the 
interests of labor are better served by economical op- 
eration and mechahical improvements? We confess 
we do not know and we do not believe anybody else 
can know from what Mr. Eastman says. As a matter 
of fact, though he has talked much of operating econ- 
omies and suggested many specific things that might 
be done, he has stood steadfastly in the way of that 
progress he now so strongly advocates—because it 
would interfere with the jobs of some employes. Now 
he says the answer to the problem is not to be found 
in the thing he has been doing. Whatever the answer 
to that problem may be, we do not know where to look 
for the answer to the problem of Mr. Eastman’s shift- 
ing attitudes. There is no back of the book. A possible 
explanation is that he has all this time been insisting 
on protection of labor—protection from the narrow 
point of view of present wages and present positions 
—not only because it was the law governing his own 
actions, but because he thought, with respect to action 
by the railroads themselves, that it was the wish of 
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the administration he was serving, law or no law, 
though his heart was not in it any of the time and, 
now that he is finishing his job, he no longer feels it 
necessary to dissemble. And yet there is his own new 
plan for unemployment compensation, sent to Congress 
just last week! We give it up. 


A. A. R. SECRECY 
T is, perhaps, a small matter, but we cannot allow to 
go unchallenged the statement of the president of 
the Association of American Railroads that there was 
no intention of keeping secret the resolution adopted 
by the association last September against making joint 
rates with motor trucks—that it “was just one of those 
things not thought of at the time, either one way or 
the other.” 


If Mr. Pelley means that there was no specific ac- 
tion taken with respect to keeping this particular reso- 
lution secret, then we have no reason to doubt what 
he says, but it was, nevertheless, kept secret as a re- 
sult of a definite policy of the association, either a 
general policy or one relating to certain matters. When 
the association meets it has its publicity man in at- 
tendance. He is a former newspaper man. He is sup- 
posed to know what news is. He gives to the press 
such things as he thinks it should have or is permitted 
to give out. In addition, there are generally some rep- 
resentatives of the press hanging about to make in- 
quiries. We always have one there. If, then, the asso- 
ciation does not give out something it does, the se- 
crecy must be the result of a definite general policy 
or definite specific instructions—either that or the rail- 
road publicity man sleeps through most of the sessions 
or does not know a piece of news when he sees it. 


There have been other instances of the same thing. 
Recently, for instance, the association employed a col- 
lege professor to make a survey of government owner- 
ship. Nothing was given out about it until we learned 
of it and asked questions. There was quite a little 
flurry about our discovery. The association gave out 
nothing of its action looking toward abolition of its 
district managers—an action that, after it was dis- 
covered and discussed and objected to, came to noth- 
ing. It gave out nothing about its action in endorsing 
the Transportation Association of America until we, 
having learned about it, asked a definite question. 
And so on and so on. One may or may not approve 
of the policy of the association in keeping such things 
secret, but there should be no mistake about the facts. 


RAILROAD BACKBONE SPROUTING? 


E have often criticized the railroads for their lack 

of backbone and intestinal fortitude, recently es- 
pecially in connection with their attitude toward labor. 
We expressed doubt as to their courage to play their 
hand through in the matter of negotiations with labor 
as to dismissal compensation. But the record now in- 
dicates that they stood pat on their original proposal, 
which, though liberal, was not unreasonable, if there 
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were to be any such compensation at all. So we have 
been agreeably disappointed and we hasten to say so. 
We hope the position of the railroads in this matter 
indicates at least an elemental backbone that may, with 
use, evolve into a strong, bony structure serving the 
purpose for which such a brace is intended—to enable 
them to stand erect. They are fighting the Wheeler- 
Crosser bill, designed to compel by law that which they 
have refused to grant to labor by agreement. The bill 
may be passed in spite of their opposition and the oppo- 
sition of many others—including Cooordinator East- 
man, friend of dismissal compensation—and, if it is, 
then will come the real test. We hope the backbone 
will hold out, in that event, to enable the railroads to 
contest the law in the courts. Such a law would be silly 


and unfair as well as, in our opinion, decidedly uncon- 
stitutional. 


CONTAINER BUREAU HEARINGS 


The perishable division of the freight container bureau 
has set up_a definite schedule of times and places for public 
hearings on proposed changes in perishable container rules 
and specifications. The hearings will be held three times a 
year in New York, Chicago, San Francisco, Houston and Jack- 
sonville, says Edward Dahill, chief engineer in charge of the 
division. Continuing, his statement says: 


For the convenience of shippers and container manufacturers in- 
terested in the fresh fruit and vegetable traffic, it has been decided to 
prepare each year three dockets which will be considered at public 
hearings. The first hearing of each series will be held on the first 
Tuesday in the months of February, June, and October, respectively. 
Making public the dates on which docketed subjects will be considered 
will enable each shipper and container manufacturer to have ample 
time to anticipate his needs with reference to having new container 
specifications or carloading rules incorporated in the existing tariffs. 
It is estimated that each series of hearings will consume approximately 
two weeks. 

In order to have a subject docketed for public hearing, it will be 
necessary that the proponent of the subject prepare in full a formal 
application on Form F. C. B. No. 1. Each application must be made 
out in quadruplicate, one copy to be retained by the applicant. Copies 
of these forms, as well as instruction sheets explaining how prope.ly 
to execute one of these forms, may be secured without charge from 
the chief engineer of the perishable division of the Freight Container 
Bureau, 30 Vesey Street, New York, N. Y. It is also necessary, in 
order to have a subject docketed for consideration at a public hearing, 
to have the application filed with the chief engineer twenty-five days 
prior to the opening date of the series of meetings at which the sub- 
ject is to be considered. The docket will be considered closed on such 
date and no application can be considered for inclusion in any docket 
which is received at the New York office after the closing date. Within 
five days after the closing date for applications to be included in the 
docket, the docket will be available for publication and distribution. 

The plan as outlined above has been developed after a great deal 
of thought and study, and a decided effort has been made by the car- 
riers to present an opportunity to all shippers and container manufac- 
turers so that they might file their applications and appear at public 
hearings in order that their proposed changes in the existing tariffs 
might be considered with a minimum amount of travel, time, and ex- 
pense involved. It is hoped that the proponents of any proposed 
changes will be prompt in filing their applications so that these may 
be considered with a minimum amount of delay. 

Any person or persons interested in a docketed subject may appear 
before a public hearing scheduled to be held in any of the aforemen- 
tioned cities and express their opinion on any of the proposals under 
consideration. If necessary, they do not personally have to appear at 
the hearing but may select some qualified person to represent them, 
or, if they desire, they may elect to submit a typewritten or printed 
statement at any of the scheduled hearings. These prepared statements 
should be submitted in triplicate and will have the same weight and 
will be given the same consideration in the final disposition of the 
subject as if they had been made orally. 

From the above plan, it should be noted that the next series of 
public hearings will be held starting June 2, that applications to be 
considered at this series of hearings must be filed on or before May 
8, and that the docket for this hearing will be available for publica- 
tion and distribution not later than May 13. 





PENNSYLVANIA EQUIPMENT CERTIFICATES 


The Reconstruction Finance Corporation is offering for sale 
$17,460,000 Pennsylvania Railroad 4 per cent equipment trust, 
series E, certificates it acquired from the PWA which financed 
the equipment purchases. It will open bids April 23 after noon. 
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Current Topics in 
Washington 





Though it can have no political mean- 
ing and, therefore, in theory, cannot in- 
trigue the interest of Washington, yet it is 
a truth that the coming auction of some of 
the furniture of Calvin Coolidge, including a pine cradle made 
by his father, probably has caused more talk in Washington 
this week than any other fact. “It is pathetic,” is perhaps the 
best summing up of what seems to be the idea in Washington. 

The idea of an American family becoming so small that 
there is no place for the furniture no longer needed in the 
home for which it was bought; no younger member of the 
family glad to get it for use until he or she can do something 
dear to the heart; no relative with a brood that could use it; 
that is pathetic. 

But there are probably hundreds of thousands of Amer- 
ican families in the same situation, especially of the racial or 
ethnographic strains that made America. Families, the names 
of which will disappear from census records because the male 
line has or is about to die out, being now represented by two 
or three childless males, are many. 

Attics in Ohio with five or six spinning wheels in them used 
by the pioneer mothers of only a little more than a century ago, 
not wanted by any of the few of their descendants speak vol- 
umes on the subject. Of course each wheel probably could be 
sold for a few dollars to “antique shops.” The families have 
dwindled to such an extent that an inverted pyramid best repre- 
sents them. The third or fourth generations back had more 
spinning wheels than can be absorbed by the present genera- 
tion, notwithstanding the vandalism of the youngsters of the 
second and third generations. 

And so the Coolidge furniture goes to the block, there not 
being enough of the younger generation of Coolidges to make 
use of the surplus. 


Coolidge Things 
on the Block 





The death of James M. Beck, prob- 
ably the country’s most ardent student 
of the Constitution, and a venture into 
politics by Robert Lincoln O’Brien, Re- 
publican chairman of the Tariff Com- 
mission, serve to cause the suggestion 
that, when a Republican becomes a Democrat or a Democrat 
feels constrained to call himself a Republican, the conversion 
is only partial. Beck was and O’Brien is a worshiper of Grover 
Cleveland. 

Beck left his party when it became reactionary in 1896 
and declared for free coinage of gold and silver at the ratio of 
16 to 1. O’Brien was personal stenographer to Grover Cleve- 
land in 1894 and 1895. 

In 1929 Beck voted against the Republican tariff bill. He 
could not go along with the party that, only a few years after 
he had been the Democratic federal attorney for the eastern 
district of Pennsylvania, had honored him with appointment to 
the Department of Justice as Assistant Attorney General in 
charge of “trust busting” and later with the higher office of 
Solicitor General. 

Now O’Brien is suggesting that the Republicans, in their 
national convention, adopt a plank favoring the continuance of 
the series of reciprocal executive agreements that, in the absence 
of a test in court, have the force and effect of treaties. The 
agreements are anathema to old-fashioned protectionists. The 
reciprocal trade arrangement President Taft made with Canada, 
according to the views of many protectionists, was one of the 
causes of his political downfall in 1912. It seemed to sour the 
agricultural west on him. The trade agreements of this admin- 
istration and the corn-hog plan, according to some who think 
they are authorities on the subject, have brought about the 
situation of foreign bacon being brought to Chicago and Argen- 
tinian corn into the starch factories of the middle west. 

To be sure, any one with a memory for political facts can 
recall that New England, while voting Republican in the 
elections, always hankered for “free raw materials,” such as 
hides and other things it could use in its factories. Therefore, 
O'Brien's fondness for reciprocal things of that sort may not be 
attributed more to his intimate association with Grover Cleve- 
land than to his intimate association with some New England 
Republicans. Some of the latter were avowed free traders, pos- 


Political Conver- 
sion Seldom Covers 
All Tenets 
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sibly with reservations in favor of the things New England 
made. Thereby they paid homage to Gen. Winfield S. Han- 
cock, the Democratic president candidate in 1880. He, old- 
timers will recall and some of the younger ones have read, 
put his party on the defensive by declaring a self-evident truth 
that the tariff was a “local issue.” That is to say, New England 
wanted a duty on foreign shoes but wanted free hides, while 
middle western live stock folks liked protected hides and free 
shoes and machinery. 

But folks took their tariff question seriously in those days 
and Hancock, “the superb” soldier of the Civil War, was de- 
feated by James A. Garfield, his less superb comrade of those 
evil days. 





All prophets (which excludes 
the Delphic oracle sort) go out on 
thin ice when they undertake to say 
what is going to develop next in 
transportation. What is predicted 
frequently does not happen. But it 
is hardly a prediction to insinuate that a big clash between the 
locomotive on rails and the truck on the highway is imminent. 
They have their heads lowered and are pawing the earth. Two 
major clashes are indicated. 

A clash has already taken place in the matter of pick-up 
and delivery service in the eastern district. Another clash 
seems certain on the other side of the country. It grows out of 
the protest of the Southern Pacific and the Western Pacific for 
some sort of action by the Commission for the freeing of the 
railroads from the bonds of the minimum rate order in No. 
26210, gasoline from San Francisco Bay points to Ogden, Utah 
(see Traffic World, March 28, p. 592), so that they may meet 
threatened tank truck competition. 

In each of those matters the railroads are divided, openly 
so in the Pacific coast mess and under the surface in the matter 
of pick-up and delivery in the eastern district. The division in 
the west is between the Southern Pacific and Western Pacific, 
on one side, and the Union Pacific and the Denver and Rio 
Grande Western, on the other. In the east the division is the 
old one between the New York Central, on the one side, and 
the Pennsylvania, on the other. The understanding is definite 
among men of the Commission that, in the family gatherings in 
the eastern district on the subject of pick-up and delivery, the 
New York Central was opposed to establishing it when the 
Pennsylvania first decided to establish the free service on 
goods not hauled more than 260 miles with a surcharge for the 
delivery of goods having received hauls of greater length. 

In the family gatherings, after the western and southern 
carriers had established free-plus-allowance pick-up and deliv- 
ery, it is understood that the New York Central still objected. 
But when its ideas were disregarded it proposed free pick-up 
with an allowance to self-helping consignors and consignees. 
The allowance idea, according to report, was obnoxious to the 
Pennsylvania. However, as it had made money on the more 
limited pick-up, it is understood that it decided to swallow the 
allowance idea. That idea is believed to have persuaded the 
Commission to suspend the tariffs of the eastern lines, which 
proposed no more than what the Commission had allowed the 
western and southern railroads to do. 


The western end of the fight between the two major forms 
of transportation raises the question as to how far the Commis- 
sion will allow each t&@ go in rate battles. There probably will 
be a hearing on the application of the Southern and Western 
Pacific for freedom from the bonds of No. 26210. At present, it 
is said, no tank trucker has a certificate or permit authorizing 
him to do interstate hauling in Utah on the tank truck rates 
which the Commission was asked to suspend. 


Until division 5 has passed on the application of a tank 
trucker, it is hard to see how the fight there can fully develop. 
Assuming, however, that some tank trucker will obtain a cer- 
tificate or permit, the question for the Commission to decide is 
how far it will allow the two parties to go in their competition 
for the business of hauling gasoline from San Francisco Bay 
points to Utah points. It has said, by its minimum rate order 
in that case, that 73 cents is the minimum reasonable rate. The 
railroads, however, are ready to go lower than that. They ask 
the privilege of going lower if the tank truckers are permitted 
to:do business on the proposed rates of 69 cents from San Fran- 
cisco and 60 cents from Sacramento. 


Big Bulls of Trans- 
portation Have 
Their Heads Lowered 





A thought created by a reading 
of statements prepared for news- 
papers by the publicity office of the 
National Labor Relations Board is 
that Americans who have called 
Stalin, Hitler, and Mussolini hard 
names should crave their pardon. Right here in America there 
is one organization that, in its publicity, some think, shames 
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the propaganda put out in Moscow, Berlin, and Rome, when 
compared with the European product. 

In its announcement concerning its decision on the com- 
plaint of members of the Amalgamated Association of Iron, 
Steel, and Tin Workers that they had been discharged by the 
Jones and Laughlin Steel Corporation on account of their union 
activities, the board misrepresented what is generally believed 
to be the law as to what constitutes “commerce among the 
states.” It also used the language of a violent advocate in 
describing its own decision supposed to have been made in 
accordance with the rules of fair hearing. As to the misrepre- 
sentation as to what constitutes “commerce among the states” 
the statement quotes the board as saying: 


The mining of materials, their transportation to and collection at 
a point, their transformation there into pig-iron, into steel shapes in 
all stages of finish, their reshipment for further fabrication, for use 
in railways, automobiles, buildings: all this is one giant, indivisible 
economic process: it is commerce among the states. 


The board, in saying that, flew in the face of many decisions 
of the Supreme Court. Even a messenger in the Interstate 
Commerce Commission probably knows that neither mining nor 
manufacturing is interstate commerce and has been declared 
not to be. 

As to the use of the language of an advocate instead of that 
of a judge, here is what the announcement said: 


The terrorist methods used by company police to prevent union 
organization, and the trivial reasons for which skilled union em- 
ployees were discharged, are reviewed in detail in the decision by 
which the National Labor Relations Board yesterday (Thursday) or- 
dered the Jones and Laughlin Steel Corporation, fourth largest in the 
country, to end its interference with the rights of its employes to or- 
ganize for the purposes of collective bargaining. The board, in find- 
ing that ten workers were discharged for union activity and not for 
the reasons alleged by the company, ordered that these ten be re- 
turned to employment with any losses of pay they suffered by reason 
of their discharge.—A. E. H. 


ETHICS FOR TRAFFIC MANAGERS 


The industrial traffic council of the Chicago Association of 
Commerce, at a meeting April 13 adopted a statement of ob- 
jectives and a code of ethical business practices pertaining to 
the business conduct of traffic managers. The statement and 
code were submitted by a special committee appointed for 
the purpose of drawing them up. The objectives of the coun- 
cil were listed, under three heads, as the promotion of mutual 
understanding among its members of their common traffic 
and transportation problems through the discussion and inter- 
change of ideas, the coordination of action in traffic and trans- 
portation matters of common interest, and the promotion of 
the common interests of the members of the council by pub- 
licity and conference and by representations before carriers 
and transportation regulatory bodies. 

The code of ethics, in 13 articles, followed a statement 
as to its purpose. The statement said it was the duty of every- 
one engaged in industrial traffic work to promote the progress 
of the traffic profession “so that it may render the greatest 
possible service to the American shipping and receiving pub- 
lic.” It said that a mutual association, such as the council, 
offered the best possible agency through which “the conscience 
of the profession” might be crystallized, and recommended 
that the code of ethics be adopted “as a rule and guide for 
the conduct of the members of the council.” The code is as 
follows: 





1. We shall cooperate with one another to the best of our ability 
in the promotion of ethical business practices and sound business 
standards within the industrial and carrier traffic flelds. 

2. We shall engage in a fair, dignified and honorable competition 
designd to promote the higher ideals of our profession—industrial 
traffic management. As individual members we shall show a just re- 
spect and consideration for the views and interests of members who 
are seemingly opposed to our individual views and interests. We 
shall refrain from making our circulating either oral or written un- 
truthful statements respecting a member, his services, prices, busi- 
ness, financial or personal integrity. 

3. We shall avoid scrupulously all overstatements or misrepre- 
sentations of any kind in our relations with one another. 

4. We, ourselves, shall not practice, nor permit on the part of 
subordinates, willful misrepresentation, coercion, or other unethical 
practices in our relations with the transportation companies. 

5. We shall cooperate with other industries and organizations, 
not members of the industrial traffic council, subscribing to these 
standards of practice, in lawfully promoting common interests and 
in establishing and maintaining more intimate relations with them. 

6. We shall conduct our fleld of service so as to deserve and in- 
spire the confidence of the public, and of the transportation com- 
panies, and, so far as possible, avoid restrictive legislation. 

7. We shall maintain careful checks on our subordinates and 
establish such disciplinary measures as may be necessary to enforce 
these standards of practice. 
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8. We shall cooperate with the executive office of the industrial 
traffic council in furnishing data for statistical and other purposes 
when non-prejudicial to our business. 

9. We shall maintain such high professional standards, policies 
and practices as will reflect credit on our profession and command 
the respect of the Interstate Commerce Commission, other regulatory 
bodies, the carriers, business executives, and the general public. 

10. We shall engage and encourage research in transportation 
and traffic methods to promote sound and scientific practices and 
thereby further advance the standards in these fields. 

11. We shall act with the utmost faith in our endeavors to keep 
our work in full accord with the foregoing standards. 

12. Any member who believes he has a just complaint against 
another member for failure to observe these standards of practices 
may, at his own discretion, make a confidential report to the gen- 
eral chairman of this council, along with the evidence on which such 
report is founded. 

13. We shall welcome new members into this council providing 
such prospective members subscribe to this code of ethical business 
practices and otherwise meet the requirements of this council. 


Appended to the code was a series of practices that would 
be considered unethical under it. This list included the use 
of freight containers without complying fully with the pub- 
lished rules of the carriers; false billing; furnishing of false 
reports of weight; filing of false claims, and giving or receiving 
money or anything of value in order to bring about adjust- 
ments, concessions or advantageous arrangements. 

D. W. C. Becker, La Salle Extension University, was chair- 
man of the special committee. Other members were: John 
Bingham, traffic manager, Corn Products Refining Company; 
David Dunn, traffic manager, William Wrigley, Jr., Company; 
O. H. Keis, traffic manager, Butler Brothers, and H. C. Legan, 
traffic manager, Morton Salt Company. S. L. Felton, traffic 
manager, Acme Steel Company, general chairman of the coun- 
cil, and L. E. Muntwyler, general traffic manager, Montgomery 
Ward and Company, were ex-officio members of the committee. 

The council voted to recommend to the association that it 
take an active part in I. and S. 4191, the proceedings in which 
the Commission suspended the pick-up and delivery tariffs of 
lines in Official Territory. It voted to support the suspended 
tariffs in line with its policy of considering pick-up and delivery 
a legitimate part of railroad service on merchandise freight. 
It also voted to support the allowance of 5 cents a hundred 
pounds for those who deliver and pick up their own freight 
in the east in the interests of uniformity, since such allow- 
ances have already been put in effect in the west, the south- 
west and the south. The expressed opinion was that, should 
the Commission institute a general investigation into pick-up 
and delivery practices, as suggested by trucking interests, the 
question of the propriety of the principle of the allowance 
might again be considered by the council. 

There was an extended discussion of the question of ship- 
pers carrying their own insurance on cargoes transported 
by common and contract carrier trucks. Aside from the legal 
aspects of the question, there seemed to be a sharp difference 
of opinion as to the wisdom and practicability of shippers 
buying their own insurance and deducting the cost of it from 
the freight charges. A motion was adopted to place the mat- 
ter for study in the hands of a special committee. Mr. Munt- 
wyler was appointed chairman of that committee, with the 
following members: E. T. Buckley, Cudahy Packing Company; 
Roy Campbell, traffic manager, Butler Paper Corporation; 
Henry Kahl, traffic manager, Sprague-Warner and Company, 
and W. H. Ott, Jr., traffic manager, Kraft-Phoenix Cheese 
Company. 

A. H. Schwietert, acting traffic director of the associa- 
tion, reported on the part taken by the association in the 
hearings in Ex Parte 115. There was also a report of the 
decision of standing rate committee of the western trunk lines 
not to consider the application of the association for a revi- 
sion of rates from Chicago to the northwest (see Traffic World, 
March 21, p. 529). The next step, Mr. Schwietert reported, 
would be to take the matter up with the western rail traffic 
executives’ committee. 


CHICAGO SWITCHING RATES 


The Commission, in No. 19610, switching rates in Chicago 
switching district, has set for hearing, by Examiner Snider, 
at the Sherman Hotel, Chicago, April 25, at 10 a. m., the petition 
of the Chicago Short Line, the Chicago, Burlington & Quincy 
and the Belt Railway of Chicago, asking exemption from the 
thirteenth section order of July 3, 1933, in this case, crude tar 
from the plant of the Youngstown Sheet & Tube Co. to the 
plant of the Reilly Tar & Chemical Corporation, both plants 
being in the switching district. The desire of the railroads 
is to have tar exempted from the order requiring intrastate 
charges to be brought up to the level of the interstate charges 
so they may meet the competition of other forms of trans- 
portation. 
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Decisions of Interstate Commerce Commission 





COTTON LIMITATION LIFTED 


FTER several years of ineffective effort to make a port 

relationship on cotton prescribed by it stand up, the Com- 
mission, in the eighth supplemental report on further hearing 
in No. 17000, part 3, cotton, has indefinitely postponed orders in 
connection with the original report, 165 I. C. C. 595, so far as 
they prescribed fixed relation requirements between the rates 
on cotton, any quantity, from points in the southwest to Texas 
ports on the one hand and New Orleans, La., and Mobile, 
Ala., on the other. This indefinite postponement was the an- 
swer of the Commission to the petition of the railroads for 
postponement of the effective date of the relationship require- 
ments to August 1. Some time ago the effective date was 
postponed to August 1 and the proceeding was reopened for 
further hearing. 

The relationship requirements were prescribed in the orig- 
inal report, 165 I. C. C. 595, decided July 15, 1930. They were 
modified in 172 I. C. C. 53; 174 I. C. C. 9; 176 I. C. C. 249; 176 
1. C. C, 648; 181 I C. C. 74; 185 1. C. C. 760; and 206 L. CC. 
431. The modifications consisted of postponements from time 
to time of the effective date. 

Postponements were made so as to permit the railroads to 
meet the competition of motor trucks and barge lines. For 
each successive cotton shipping season the carriers in interest 
have been relieved from observing the prescribed rate rela- 
tions so as to permit them to meet the active competition, by 
postponing the effective date. 

Non-observance of the rate relations prescribed in the 
original report has not, according to the railroads’ information, 
given rise to any complaints of either undue prejudice or pref- 
erence, says this supplemental report. The modification of the 
order as desired by the railroads, the report said, was not 
opposed. 





COMMISSION REPORTS 


Soya Bean Cake and Meal 


I. and S. No. 4147, soya bean meal from Illinois to the 
Pacific coast. By division 4. Proposed reduced rates, soya 
bean cake and meal from transcontinental groups D to N, 
inclusive, to Pacific coast and mountain-Pacific territories, 
found not justified. The finding, however, is without prejudice 
to the filing of new schedulés, modified so as to provide for 
similar rates on cottonseed cake and meal from and to the 
same points. The proposed rates on soya bean cake and meal, 
the Commission said, would unduly prejudice cottonseed cake 
and meal and unduly prefer soya bean cake and meal. The 
reduced rates were proposed to enable domestic cake and meal 
to compete with water-borne foreign meal and cake and the 
railroads to compete with barge and ocean rates. 


Pulverized Limestone 


No. 26990, Owens-Illinois Glass Co. vs. Central of New 
Jersey et al. By division 2. Rate, $2.60 a net ton, ground or 
pulverized limestone, Thomasville, Pa., to Bridgeton, N. J., 
charged on shipments between May 3, 1933, and December 3, 
1934, unreasonable to the extent it exceeded $2.45 on 40 ship- 
ments and $2.05 on 33 shipments. Reparation awarded. 


Bituminous Coal 


No. 27000, General Motors Corporation vs. Alton et al. 
By division 2. Rate, bituminous coal, points in southern Illinois 
to Janesville, Wis., unreasonable for the future, but not. in the 
past, to the extent it may exceed $2.40 a net ton, to which 
the Commission said might be added the emergency increase. 
New rate to be established not later than July 16. Chairman 
Mahaffie, dissenting, pointed out that the prescribed rate would 
yield little more than 5 mills a ton-mile. Such earnings, he 
said, more nearly approached the minimum than the maximum 
of reasonableness. 

Green Beans 


No. 27129, M. Feigenbaum & Sons vs. Railway Express 


Agency, Inc. By division 2. Dismissed. Any quantity express 
rate, carload, green beans, in baskets, Pittsburgh, Pa., to Kan- 


sas City, Mo., shipped in June, 1934, not proved unreasonable. 
Strawberries 


No. 27077, Edward Franzell vs. L. & N. et al. 
Dismissed. 


By division 3. 
Charges collected, carload of strawberries, Mary- 











ville, Tenn., to Wheeling, W. Va., May 20, 1933, not proved 
unreasonable or otherwise unlawful. 


Oranges 


No. 26924, Grand Union Co. vs. A. C. L. et al. By division 
2. Dismissed. Carload rates, oranges, Davenport, Fla., to 
Westchester Avenue station, New York, N. Y., not unreasonable 
or otherwise unlawful. Shipment in question was made on 
April 8, 1933. 
Rough Rolled Glass 


I. and S. No. 4174, glass from Okmulgee, Okla., to Kansas 
and Missouri. By division 2. Proposed reduced rates, Okmul- 
gee, Okla., on rough rolled glass, in straight carloads and mixed 
carloads with window glass, to destinations in Kansas and Mis- 
souri and in straight carloads to Memphis, Tenn., found justified 
as to straight carloads but not as to mixed carloads. The 
suspended schedules have been ordered to be canceled without 
prejudice to the filing of new ones omitting the mixed carloads 
composed of rolled glass and window glass. The proposed 
reduced rates published to meet truck competition. 


Detroit Switching 


I. and S. No. 4088, reciprocal switching at Detroit. By 
division 2. Increased switching charge, $12.50 a car, proposed 
by the Pere Marquette, the Wabash and the Pennsylvania, 
between their interchange points with connecting lines at De- 
troit, Mich., and the Detroit Union Produce Terminal, not 
justified. Suspended schedules ordered canceled and proceed- 
ing discontinued. Cost of service was offered by the respond- 
ents as the major justification for the proposed increase which 
was from $7 a car, the reciprocal switching charge in Detroit. 
The respondents claimed that this switching was not reciprocal 
in that the protesting railroads, Grand Trunk Western, Mich- 
igan Central and New York Central, did not perform service 
of that character for them. It was claimed that the total 
cost of switching was $26.54 a car. The Commission ques- 
tioned items in the tabulation of costs and pointed out items 
which, in its opinion, should not be included. It said that if 
the Union Belt were in fact a common carrier switching line 
it could publish and file a separate switching charge for de- 
livering this traffic to the produce terminal to compensate 
it for the cost of service. The report pointed out that the 
Union Belt had been found by division 3, in Union Belt of 
Detroit Pooling of Revenues, 201 I. C. C. 577, not to have 
qualified as a bona fide common carrier, because of its refusal 
to handle freight for any except the proprietary lines, its failure 
to collect charges for any services other than demurrage under 
average agreements, and its failure to settle for car hire with 
its connections, among other things. The Union Belt com- 
pletes delivery of cars to consignees in the produce terminal. 


Ground Limestone 


No. 27042, Whitall Tatum Co. vs. Western Maryland et al. 
By division 2. Rate, $2.60 a net ton, ground limestone, Thomas- 
ville, Pa., to Millville, N. J., unreasonable to the extent it ex- 
ceeded $2.05, minimum 60,000 pounds, plus the authorized 
emergency charge. Complaint was made as to shipments be- 
tween January 3, 1933, and December 10, 1934. Reparation 
awarded. 

Sea Fodds 


Fourth section application No. 14960, sea foods from New 
England and Canada. By division 2. Parties to Van Ummer- 
sen’s I. C. C. 150, 159 and 160, and others authorized, in fourth 
section order No. 12305, to establish, over their long lines, the 
lowest rates in effect via competing lines on canned sea foods 
and on fish, pickled, salted or smoked, carloads or less-than- 
carloads, from points in Maine and Canada, to destinations in 
eastern trunk lines, central and Illinois territories and points 
in western trunk line territory in extended zone C, without ob- 
serving the long-and-short-haul part of section 4. The relief 
is limited to routes over which the carriers have class rate 
relief. 

Newsprint Paper 

Fourth section application No. 15940, newsprint paper to 
central and trunk line territories. By division 2. Carriers for 
which Curlett, Van Ummersen and Jones are publishing agents 
authorized in fourth section order No. 12307, to establish, over 
their long lines, the lowest rates via competing lines and to 
maintain them from April 15 to November 30 of each year, 





























































































































PAGE 724 


the season of navigation on the Great Lakes, on newsprint 
paper from points in eastern Canada and New England and 
eastern trunk line territories to destinations in central and 
trunk line territories without observing the long-and-short-haul 
part of section 4. The authority is subject to the 33% and 50 
per cent circuity limitations. 


Mixed Fiber Yarns 


No. 26983, Newnan Cotton Mills vs. Atlanta & West Point 
et al. By division 3. Rates, mixed fiber yarns, less than car- 
loads, Newnan, Ga., to Dayville, Conn., Skowhegan, Me., Far- 
numsville and Worcester, Mass., Detroit, Mich., Brooklyn and 
New York, N. Y., Clifton Heights, Pa., Providence and Woon- 
socket, R. I., unreasonable to the extent that they exceeded 
or may exceed 78 per cent of the corresponding generally ap- 
plicable first class rates now in effect except that for applica- 
tion to destinations in trunk line and New England territories 
the all-rail rates assailed were, and for the future will be, 
unreasonable to the extent they exceeded or may exceed 78 per 
cent of constructive first class rates made by use of the Q-1 
and K-2 scales under the southern class rate revision for the 
part of the hauls without and within southern territory, respec- 
tively, observing, as to the rail-water and rail-water-rail rates 
assailed, the same existing differentials under the constructive 
all-rail rates herein found reasonable as are now in effect under 
the applicable going corresponding class rates made on the 
basis of the difference between 78 per cent of the published 
all-rail rates on the one hand and the rail-water or rail-water- 
rail rates on the other, as the case may be, from and to the 
same points. New rates are to be effective not later than 
July 16. Commissioner Miller dissented from so much of the 
report as prescribed rail-water and rail-water-rail rates. 


Battery Boxes 


No. 27075, Gates Rubber Co. vs. A. T. & S. F. et al. By 
division 3. Dismissed. Rates charged, battery boxes, loose and 
in cartons, carloads, Denver, Colo., to Los Angeles and Oakland, 
Calif., not proved unreasonable. The complaint covered ship- 
ments between August 16, 1933, and May 10, 1934. 


PROPOSED REPORTS 


Crude Rubber 


No. 27215, Carlisle Tire & Rubber Co. vs. Pennsylvania. 
By Examiner L. F. P. Fichthorn. Dismissal proposed. Rate 
charged, crude rubber, delivered between May 13 and July 6, 
1933, New York, N. Y., to Carlisle, Pa., not proved unjustly 
discriminatory or unjustly prejudicial. 





Petroleum Products 


No. 26916, Standard Oil Co. of California vs. Los Angeles 
& Salt Lake et al.; No. 26977, Shell Oil Co. vs. Same; and No. 
27101, Texas Co. vs. Same. By Examiner Horace W. John- 
son. Dismissal proposed. Rates, refined petroleum products, 
Los Angeles, Calif., and points grouped therewith, to desig- 
nated points in Nevada and Utah, proposed to be found not 
unreasonable or otherwise unlawful. New rates and repara- 
tion were requested. 


COMMISSION ORDERS 


Finance No. 10930, Great Northern abandonment. Petition of the 
Associated Growers of B. C., Ltd., for hearing, denied. 


Finance No. 8471, Charleston & Western Carolina et al. construc- ’ 


tion and operation. Time within which the Charleston & Western 
Carolina and the Carolina, Clinchfield & Ohio of South Carolina, or 
either of them, shall commence and complete the construction of a 
connecting track in Spartanburg county, S. C., further extended to 
commence October 1, 1937, and be completed October 1, 1938. 

No. 27294, Williams Brothers, Inc., vs. Alton et al. Motion of Mis- 
souri Pacific to dismiss the complaint overruled. 

No. 26994, Celluloid Corporation vs. Lehigh Valley. At the request 
of defendants proceeding reopened for reconsideration. 

No. 26660, Shelt Co., Inc., vs. Baltimore & Ohio et al. Proceeding 
reopened for reconsideration on the record as made. 

No. 25100, Alabama Grocery Co. of Huntsville, Ala., et al., vs. A. 
T. & S. F. et al., and No. 25665, A. Z. Bailey Grocery Co., Inc., vs. 
C. B. & Q. et al. Petition of defendants for reopening and reconsidera- 
tion on the record as made, or consolidation with No. 27005, Holly 
Sugar Corporation vs. Alton et al. or further hearing for receipt of 
additional testimony, and for modification of the findings and order, 
denied. Proceedings reopened on the Commission’s own motion for 
further hearing as to rates for the future, at such time and place 
as the Commission may hereafter direct. 

No. 26240, Midwest Coal Traffic Bureau vs. Arkansas Western et al., 
and a sub-number thereunder, Same vs. Same; and No. 26278, Illinois 
Coal Traffic Bureau vs. Alton & Eastern et al. Proceedings reopened 
for argument, such argument to be held with the argument in No. 
27107, Illinois Coal Traffic Bureau vs. Alton et al. Effective date of 
the order in No. 26278 postponed until the further order of the Com- 
mission. : 

No. 25600 and Sub. No. 1, Amato & Sons, Inc., et al. vs. A. T. 
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& S. F. et al. Gulfport Municipal Docks, Gulfport Port Commission, 
Gulfport Chamber of Commerce and Gulfport Maritime Association 
permitted to intervene. 

No. 25798, Consumers Coal Corporation et al. vs. Atlantic & Yadkin 
et al.; No. 26124, Commonwealth Coal Co. vs. Same; No. 26495, City of 
Greensboro, N. C., et al. vs. Same; and No. 26729, Winston-Salem 
Chamber of Commerce vs. N. & W. Nos. 25798, 26124 and 26495, re- 
opened for further consideration with respect to reparation. Petition 
of complainant in No. 26729 for reargument and reconsideration, denied, 

No. 25785, A. S. Nowlan & Co. et al. vs. C. & O. et al. and nine- 
teen sub-numbers thereunder, C. R. North, trading as C. R. North 
Coal Co. et al. vs. Same, Roanoke Coal Co., Inc., vs. N. & W. et al., 
Koger Coal Co., Inc., vs. Same, H. W. Huff et al. vs. Same, Hall & 
Winston vs. Same, C. H. Lewis, trading as Lewis Brothers vs. Same, 
James L. Kesling vs. Same, Bassett Chair Co., Inc., vs. Same, Same 
vs. Same, Salem Coal & Lumber Co., Inc., vs. Same, American Fur- 
niture Co., Inc., et al. vs. Same, Radford Coal & Feed Co., Inc., et al. 
vs. Same, Wytheville Coal & Ice Co. et al. vs. Same, Roanoke College 
et al. vs. Same, Roanoke Gas Light Co. vs. Same, J. J. Lewis vs. 
Same, Staunton Creamery, Inc., et al. vs. C. & O. et al., Mary Bald- 
win College, Inc., vs. Same, and Traffic Bureau-Lynchburg Chamber 
of Commerce for Craddock-Terry Co. vs. Same; No. 25761, Traffic 
Bureau-Lynchburg Chamber of Commerce et al. vs. C. & O. et al., 
and a sub-number thereunder, Kinnier Co. et al. vs. Same; No. 25789, 
Augustas N. Dull, trading as Guss Dull and Guss Dull Transfer Co. 
vs. C. & O.; No. 25820, Traffic Bureau-Lynchburg Chamber of Commerce 
for Alberti & Co. vs. N. & W.; No. 26195, Hampton Looms of Virginia, 
Inc., et al. vs. N. & W., and a sub-number thereunder, Williams, 
Taylor & Price, Inc., et al. vs. Same; No. 26202, Altavista Ice Co., 
Inc., et al. vs. Vgn. et al.; No. 26203, Guy F. Walton vs. C. & O. et al.; 
No. 26211, C. A. Haden vs. C. & O.; No. 26224, Lane Co. vs. Virginian 
and two sub-numbers thereunder, Same vs. Same and Same vs. Same; 
No. 26256, Carolina Cotton & Woolen Mills Co. et al. vs. N. & W. 
et al.; No. 26257, Clem Brothers vs. C. & O. and two sub-numbers 
thereunder,~Coffman Brothers vs. C. & O. and A. Erskin Miller vs. 
Same; No. 26258, W. E. Bane, trading as Standard Supply Co., vs. C. 
& O., and a sub-number thereunder, G. C. Jones, trading as Christians- 
burg Fuel & Supply Co. vs. Same; No. 26259, Traffic Bureau-Lynch- 
burg Chamber of Commerce et al. vs. C. & O.; No. 26262, Wiley Feed, 
Fuel & Supply Corporation vs. C. & O.; No. 26265, Wood, Vest & Co., 
Inc., vs. C. & O.; No. 26267, Buena Vista Ice & Coal Co. vs. C. & O. 
and six sub-numbers thereunder, Same. vs. Same, Clyde M. Lambert 
vs. Same, James A. Cook vs. Same, Augusta Farmers Co-operative 
Union, Inc., vs. Same, Hughes-Coyner Fuel Co. vs. Same, Augusta 
Farmers Co-operative Union, Inc., vs. Same; No. 26317, Carolina Cot- 
ton & Woolen Mills et al. vs. C. & O. et al.; No. 26325, Bald Knob 
Furniture Co. vs. N. & W. et al.; and No. 26481 Staunton Military 
Academy vs. C. & O. On consideration of petition of defendants pro- 
ceedings reopened for reconsideration as to the rates to Draper, 
Spray and Leaksville, N. C. Petition so far as it requests reconsidera- 
tion of the rates to Buena Vista, Va., denied. 

No. 26498, Chicago Pottery Co. vs. C. C. & O. (Atlantic Coast 
Line and Louisville & Nashville, lessees) et al. Petition of defendants 
for a lifting of the maintenance provision of the order, denied. 

No. 26821, Badger Paper Mills, Inc., vs. C. & N. W. et al. Peti- 
tion of complainant for rehearing and/or reconsideration, denied. 

No. 26642, Colorado Milling & Elevator Co. vs. A. T. & S. F. et al. 
Petition of complainant for further consideration, denied. 

No. 26721, National Radiator Corporation vs. Pennsylvania et al. 
Petition of complainant for reconsideration, denied. 

No. 25416, Atlantic City Coal Dealers Credit Bureau et al. vs. 
Atlantic City Railroad et al. Petition of complainants for reargument 
and/or reédnsideration on complainants’ right to an award of repara- 
tion and a finding that the rates assailed were unreasonable in the past 
to the extent that they exceeded those found reasonable for the fu- 
ture, denied. 

No. 26332, Draper Manufacturing Co. vs. New York Central et al. 
Petition of defendants for further consideration, denied. 

No. 26289, Olean Glass Co. vs. Pennsylvania and No. 26496, Maine 
& New Hampshire Granite Corporation vs. Boston & Maine et al. 
Petition of defendants to reopen these cases for further consideration, 
and petition of complainant in No. 26496 for reconsideration with re- 
spect to shipments which moved via Wilkes-Barre, Pa., denied. 

No. 27048, Lehigh Valley Coal Sales Co. vs. Lehigh Valley et al. 
Hudson Coal Co. permitted to intervene. 


No. 13413, in the matter of automatic train control devices. Peti- 
tion filed by Lehigh Valley for permission to operate backward in 
train control territory locomotives equipped with apparatus for for- 
ward operation only, denied. 


No. 24757, Limestone Products Corporation of America vs. Lehigh 
& Hudson River et al. Proceeding reopened for further hearing 
solely on the following questions: Whether the New York, New Haven 
& Hartford and the Pennsylvania-Reading Seashore Lines should be 
added as parties defendants; to define New England for the purpose 
of computing the rates prescribed; and to determine the reasonable- 
ness for the future only of rates on ground or pulverized limestone, 
carloads, from Lime Crest, N. J., to points in trunk line and New 
England territories, to which the rate making distances exceed 500 
miles. 

No. 27318, Cook & Brown Lime Co. et al. vs. Abilene & Southern 
et al. H. N. Greis as trustee for Deep Rock Oil Corporation, the 
Derby Oil Co., the Eldorado Refining Co., Golden Rule Refining Co., 
the Kanotex Refining Co., National Refining Co., Skelly Oil Co., 
Socony-Vacuum Oil Co., Inc., White Eagle Division, Vickers Petroleum 
Co., Col-Tex Refining Co., and Anderson-Prichard Refining Corporation 
permitted to intervene. 

No. 26874, General Shale Products Corporation vs. Atlantic Coast 
Line et al. Order of January 9, 1936, which was modified to become 
effective on May 18, 1936, on not less than 30 days’ notice modified 
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to become effective on May 18, 1936, on not less than 15 days’ instead 
of 30 days’ notice. 

Fourth section order No. 11932, sixth supplemental, commodity 
rates to Mexico. Proceeding in Commodity Rates to Mexico, 209 I. 
c. €. 370, reopened for further argument, at such time and place 
as the Commission may hereafter direct, as to the following ques- 
tions: Whether the rates to Mexico are comparable with those to 
intermediate points in the United States under section 4; whether 
the Commission has jurisdiction under section 4 to consider those 
rates; and whether that section, if applicable to the rates, permits 
the determination of the reasonably compensatory character of the 
rates to Mexico by considering the division of the American lines or 
whether the entire rate must be considered. 


M. P. REORGANIZATION 
The Traffic World Washington Bureau 


At a resumed hearing April 14, in Finance No. 9918, Mis- 
souri Pacific reorganization, Director Sweet, of the Commis- 
sion’s Bureau of Finance, who presided, announced that the 
Commission had overruled his ruling excluding testimony con- 
cerning that part of the Missouri Pacific’s plan of reorgani- 
zation relating to the purchase of the stock of Terminal Shares, 
Inc., the holder of the stock of the so-called Missouri ter- 
minals at St. Joseph and North Kansas City, Mo. The direc- 
tor at an earlier hearing had ruled that William Wyer, secre- 
tary-treasurer of the Missouri Pacific, might not testify con- 
cerning the plan to include the St. Joseph and North Kansas 
City terminals in the property to be reorganized, because the 
court having charge of the property had made what he deemed 
an adverse ruling. 

When the ruling was made, E. S. Ballard, attorney for 
the debtor, cleared up what he called odds and ends on other 
phases that had arisen in the course of the presentation of the 
reorganization plan. Then Mr. Wyer was replaced on the 
witness stand to continue his description of the reorganization 
plan. 

W. Lloyd Kitchel, attorney for the so-called Stedman pro- 
tective committee of bondholders, said he had not made prep- 
aration for testimony on the contract pertaining to the ‘ter- 
minals and that he would ask for adjournment at the close 
of the hearing on the day the Commission’s ruling was an- 
nounced. 

In answer to a suggestion by Mr. Ketchel that the hear- 
ing be adjourned, Director Sweet said that there were a num- 
ber of things that should be put into the record before there 
was a postponement of the hearing and that Mr. Kitchel would 
have opportunity for preparing testimony on the Missouri ter- 
minals phase of the subject without postponement for that pur- 
pose. Secretary Wyer, of the Missouri Pacific, who resumed 
the stand when the director’s ruling about the Missouri ter- 
minals was overruled, it developed, had much more testimony 
to offer than was supposed at the time when he resumed the 
witness stand. 

R. S. Page, of the Bankers Trust Co.. trustee of the Pac'fic 
Railroad of Missouri first mortage, which intervened in the 
proceeding, put on the witness stand while Mr. Wyer was ex- 
cused, said that careful consideration of the subject seemed 
to lead inevitably to the conclusion that the simplest way to 
provide for the bonds mentioned was (1) to leave them un- 
disturbed, and (2) to provide in the plan of reorganization 
for funds to pay them at maturity, with an optional exchange 
offer, if desired, by the proponent of the plan. He said he 
believed that an attempt to affect a compulsory refunding of 
the Pacific Railroad of Missouri first mortage bond would prob- 
ably prove a mistake. 

E. W. Bourne, representing the St. Louis Iron Mountain & 
Southern Railroad protective committee, on cross examination 
of Mr. Wyer asked questions that were taken to indicate an 
effort on his part to discredit Mr. Wyer’s testimony concern- 
ing the River & Gulf Division bonds of the Iron Mountain and 
the new convertible income general mortgage bonds. Mr. 
Bourne, also by means of questions and assertions, made the 
point that under the new plan the Alleghany Corporation would 
almost control the stock of the Missouri Pacific under the 
conversion right of the old convertible bonds of which it owned 
about one-third of the issue. 


SOUTHERN RAILWAY AND TVA 


The Tennessee Valley Authority, in Finance No. 11121, 
in which it is seeking to have the Commission require the 
Southern Railway to ask the Commission for permission to 
abandon a branch line which will be flooded by reason of the 
construction of a TVA dam, has made a return on the question- 
naire the Commission sends to applicants for abandonment. 
The governmental agency, however, has not been able to supply 
the information the Commission requires an applicant to aban- 
don to furnish. James Lawrence Fly, general solicitor for 
the TVA, in a letter to Secretary McGinty tells why the TVA, 
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the applicant, is not able to furnish the information, the reason 
being, as he says, that it is in the possession of the Southern, 
which has not made an application to abandon the branch. 

“It is probable that before proceeding with this matter,” 
says Mr. Fly’s letter to Secretary McGinty, “the Commission 
will deem it desirable to obtain the information that it has 
been impossible for us to supply. It would seem entirely 
proper in these circumstances for the Commission to require 
the Southern Railway Co., which has formally appeared as a 
party to this proceeding, to make a return to the questionnaire 
in order that the complete information may be before the 
Commission. In view of the fact that the flooding of the branch 
line in question is imminent, we feel that an early hearing 
in this matter is highly desirable.” 

The Southern, in answer to the TVA proceeding, has noti- 
fied the Commission that it has no desire to abandon the branch. 
(See Traffic World, April 4, p. 620.) It has denied that the 
Commission has power or authority to grant the prayer of the 
TVA that the Southern be required itself to apply for a cer- 
tificate permitting the abandonment desired by the TVA. 


LOANS TO RAILROADS 


Chairman Jones, of the RFC, said at his press conference 
late April 13 that the corporation had advised the Boston & 
Maine it would make a loan for $2,000,000 to it for rehabilita- 
tion work made necessary by flood damages. He said no other 
roads had applied for such loans. The corporation will make 
the loan provided the Commission approves it. The rate of 
interest will be 4 per cent. The New Haven and the Balti- 
more & Ohio suffered substantial flood damages but will not 
seek loans from the RFC for repair work, according to infor- 
mation possessed by the chairman. 

In Finance No. 9244, the receivers of the Florida East 
Coast have applied to the Commission for extension for three 
years of RFC loans aggregating $627,075. 

In Finance No. 9892, Southern Pacific Co. reconstruction 
loan and No. 9149, St. Louis Southwestern Railway Co. re- 
construction loan, the Commission, by division 4, on a supple- 
mental application by the Southern Pacific, has approved the 
release by the RFC of $4,737,000 of El Paso & Southwestern 
Railroad Co. 5 per cent first and refunding bonds of 1965, 
deposited by the applicant as part of the collateral security 
for its loans from the RFC outstanding in the amount of 
$17.000.000, and for any other obligation of the applicant to 
the RFC including its guaranty of collection of the loans from 
the corporation to the St. Louis Southwestern outstanding in 
the amount of $17,882.250. The Commission has found that 
the then remaining collateral deposited by the applicant will 
constitute full and adequate security for the outstanding loans 
and its guaranty in the matter of the loan to the St. Louis 
Southwestern. The loan, originally $22.000.000, has been re- 
duced to $17,000,000. The Southern Pacific requested the 
release of collateral by reason of the reduction of the loan, 
as follows: $6,400,000, of Arizona Eastern first and refunding 
mortgage 5 per cent bonds, due 1950; $4,737,000 of El Pasqg & 
Southwestern first and refunding mortgage 5 per cent bonds, 
due 1965; and $4,500,000 Galveston, Harrisburg & San Antonio, 
ee division, first mortgage 6 per cent bonds, 

ue : 


In Finance No. 11108, the Commission has approved pur- 
chase by the RFC of $3,840,000 of 4 per cent equipment trust 
certificates of the Chicago, Milwaukee, St. Paul & Pacific trus- 
tees to finance acquisition of equipment. In Finance No. 
11109 the Commission has approved the issue of the certificates. 

Finding that the Southern Railway Co. may reasonably be 
expected to meet its fixed charges without a reduction thereof 
through judicial reorganization, fhe Commission, by division 
4, in Finance No. 11134, Southern Railway Co. reconstruction 
loan, has approved an additional loan of not exceeding $4,859,- 
000 to it by the RFC, for not more than three years. The ap- 
plication was for a loan for five years. 


The loan is desired as an accommodation in connection 
with the refunding of an equal amount of Virginia Midland 5 
per cent bonds maturing May 1. The immediate purpose of the 
accommodation is to afford the Southern an opportunity to 
place a proposed issue of first consolidated mortgage bonds on 
a better basis than 5 per cent when and as the applicant shall 
have balanced its budget and so improved its public credit. 
The RFC has agreed to lend the money at 4 per cent, taking 
Southern bonds as collateral, the bonds to be sold when the 
Southern finds a market enabling it to do its financing at a 
rate lower than 5 per cent. 

In Finance No. 11135, Southern Railway Co. bonds. the 
Commission, by division 4, has authorized the authentication 
and delivery of $4,859,000 of first consolidated mortgage bonds 
to be used in this financing of Virginia Midland maturity. 
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No sinking fund has been provided for these bonds as the 
Southern is of the opinion that the contract in the consolidated 
mortgage under which the bonds are to be issued does not per- 
mit it to issue a new series of bonds thereunder with different 
interest rates and different terms and provisions. In the cir- 
cumstances the Commission said it was of the view that it 
should not now require the applicant to provide a sinking fund 
for these bonds. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. Nos. 11141, Baltimore & Ohio Chicago 
Terminal R. R. Co. Bonds, and 11143, Baltimore & Ohio R. R. Co. 
Assumption of Obligation and Liability, (1) granting authority to the 
Baltimore & Ohio Chicago Terminal R. R. Co. to issue $196,000 of 
first-mortgage 4 per cent bonds, to be disposed of at par to the Bal- 
timore & Ohio Railroad Company for the purpose of refunding on 
June 1, 1936, a like amount of the Chicago & Great Western R. R. 
Co.'s terminal first-mortgage 5 per cent bonds; and to the Baltimore 
& Ohio R. R. Co. to assume obligation and liability as guarantor, in 
respect of such bonds; and (2) dismissing that part of the application 
of the Baltimore & Ohio Chicago Terminal R. R. Co. which requests 
authority to pledge $196,000 of the Chicago & Great Western Railroad 
Company's terminal first-mortgage 5 per cent bonds, approved. 

Report and order in F. D. No. 11137, East Carolina Ry., Bonds, 
granting authority to extend from July 1, 1936, to July 1, 1946, the 
date of maturity of $300,000 of first-mortgage 4 per cent bonds, ap- 
proved. 


FINANCE APPLICATIONS 


Finance No. 11146, supplemental. Boston & Maine Railroad amends 
its application heretofore filed for authority to issue its series MM 
bonds in the amount of $3,600,000 so as to provide that the bonds may 
be used as collateral for any note or notes which the railroad may 
issue to the Federal Emergency Administrator of Public Works. The 
amendment provides that any bonds issued and not pledged as col- 
lateral security may be held in the company’s treasury. 

Finance No, 11159. Lehigh Valley Railroad Co. asks authority to 
abandon its Bear Creek branch from Bear Creek Junction, to Beaup- 
land, Pa., consisting of about 12 miles including the sidings. The ap- 
plicant said that for the past five years the gross revenues assignable 
to the line from traffic to and from points thereon, determined by 
mileage pro rate, had been insufficient to defray the operating and 
maintenance expenses. 

Finance No, 10661. Supplemental application by the Pittsburgh & 
West Virginia Railway Co. for release of the equipment trust cer- 
tificates under the 1935 equipment trust lease and agreement and the 
subordinate liens on the equipment under the 1926 and 1936 equipment 
trust leases and agreements held by the RFC under the order of the 
Commission of January 8, 1935. The applicant proposes, with the ap- 
proval of the Commission to sell $2,000,000 of 3% per cent 10-year 
1936 equipment trust certificates at 97.75 per cent and accrued interest 
from April 1, 1936, and with the proceeds redeem and retire all out- 
standing 1926 and 1935 equipment trust certificates, and substantially 
reduce its RFC, Railroad Credit Corporation and bank loans. 

Finance No. 11162. Receivers of the Minneapolis & St. Louis Rail- 
road Co, ask authority to issue $1,185,000 of receivers’ certificates in 
renewal of an obligation for a like amounf now outstanding. They 
are to be for six months at a rate of interest to be agreed on. 

Finance No. 11163. Rock Island Southern Railway Co. asks for 
authority to abandon service on a branch line near Preemption, IIl., 
about 4.46 miles long. The line sought to be abandoned is a part of 
the Chicago, Rock Island & Pacific. The branch line, which extends 
from Preemption to Sherrard, is part of a branch from Milan to Pre- 
emption thence to Sherrard, the total length being about 21 miles. 
The application says the desire to abandon grows out of the lack of 
any substantial volume of traffic on the branch. 

Finance No. 11164. South Pacific Coast Railway Co. and Southern 
Pacific Co., its lessee, asks authority to abandon that part of the line 
of the South Pacific operated by the Southern Pacific consisting of a 
ferry across San Francisco Bay between San Francisco and Alameda 
Pier, on account of the construction of a bridge across San Fran- 
- or a The ferry will not be needed, when the bridge is com- 
pleted. ‘ 

Finance No. 11165. Boston & Maine Railroad asks authority to issue 
its note or notes for not exceeding $2,000,000 to be given to the PWA 
as evidence of a loan from the PWA, the funds to be used in making 
repairs to its roadway tracks, bridges, structures and signals made 
necessary by the recent floods in New England. 


PETITIONS FOR REHEARING, ETC. 


No. 26874, General Shale Products Corporation vs. A. C. L. et al. 
Defendants ask the Commission to further postpone the effective date 
of the order heretofore entered by division 3 on January 9, 1936. as 
subsequently modified by its order of March 13, 1936, so that it will 
become effective on August 18, 1936, on 30 days’ notice. 

No. 15234, in the matter of divisions of freight rates in western 
and Mountain-Pacific territories. E. B. Boyd, agent and attorney for 
carriers’ respondents, asks for modification of the findings and order 
with respect to divisions of joint through rates on whole corn from 
western Iowa points to points in southeastern Nebraska, eastern Kan- 
sas and southwestern Missourl. 

No. 17000, part 7, rate structure investigation grain and grain 
products within western district and for export. E. B. Boyd, agent 
and attorney for carriers, asks for modification of opinion and order 
on further hearing as to rates on whole corn from points in Iowa, 
northeastern Nebraska and southeastern South Dakota to points in 
southeastern Nebraska, Kansas and southwestern Missourl, 
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No. 13535 et al., consolidated southwestern cases. Southwestern 
lines ask for approval under finding 27 of the decision in this pro- 
ceeding, 123 I. C. C. 203, of the establishment in connection with 
column 22, page 117 of S. W. L. Tariff 1-U, I. C. C. 2785, and cor- 
responding items in S. W. L. Tariffs Nos. 2-R, 8-L, 15-0, 21-W, 42-w, 
44-P, 45-S, 58-S and 95-K, J. R. Peel’s I. C. C. Nos. 2702, 2787, 2535, 
2662, 2703, 2329, 2458, 2560, 2711, respectively, or reissues of such 
tariffs, of rates on gummed paper tape, other than cloth lines, printed 
or imprinted, by including this commodity description in the paper 
and paper articles list, taking the group 2 basis of rates. 

No. 25699, Southern Natural Gas Corporation et al. vs. Alton & 
Southern et al. Complainant asks for rehearing, or reconsideration 
to correct error in findings as made, and to remove several ambiguous 
conclusions as recorded. 

No. 26844, International Paper Co. vs. Albany Port District Com- 
mission et al. Complainant asks for hearing directed exclusively to 
proof of shipments and amounts of reparation payable under findings 
heretofore made. 

No. 26270, Armour & Co. vs. Illinois Central. Complainant asks 
that the Commission's decision be reopened for further consideration. 

No. 17000, part 8, cottonseed, its products, and related articles. 
Atchison, Topeka & Santa Fe, defendant, for its own account and 
for the account of all defendants and respondents asks for modifica- 
tion of description of the west-central region and the southwestern 
region as defined in the report of November 12, 1932, 188 I. C. C, 
605. 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Standard Oil Co. (Indi- 
anay, intervener, asks for rehearing. 

Railway Labor Docket No. 8. John N. Shannahan and Claude J. 
Jackson, trustees of the property of Chicago South Shore & South 
Bend, and Chicago South Shore & South Bend Railroad, ask for re- 
hearing. 





EAST WASHINGTON ACQUISITION 


The Commission, by division 4, in Finance No. 10980, East 
Washington Railway Co. acquisition and stock, has authorized 
that carrier to acquire and operate that part of the old Chesa- 
peake Beach Railway from East Pleasant, Md., to the District 
of Columbia, a distance of about 3 miles. The new company 
was also authorized to issue not exceeding 100 shares of com- 
mon capital stock without a nominal or par value, having an 
assigned value of $410.42 a share, in connection with the ac- 
quisition of the line described, for working capital, and_ to 
qualify directors. The rest of the railroad, about 25 miles, 
has been abandoned. 


c. |. & L. TRUSTEES RATIFIED 


The Commission, by division 4, in Finance No. 10294, Chi- 
cago, Indianapolis & Louisville Railway Co. reorganization, has 
ratified the appointments of H. R. Kurrie and Holman D. Petti- 
bone as trustees for that property. The ratification of Mr. 
Kurrie’s appointment is subject to the condition that in the 
period in which he serves as trustee, he shall receive no salary 
or compensation from the debtor’s estate, except such as may 
be allowed hereafter by the court having charge of the prop- 
erty within such maximum limits as the Commission may here- 
after approve. Mr. Kurrie is the president and a director of 
the railroad company. Mr. Pettibone is the president and a 
director of the Chicago Title & Trust Co. According to the 
report it is the intention of Mr. Pettibone to retain his present 
connection and use the facilities of the trust company in per- 
formance of his duties as trustee. The report says that Mr. 
Pettibone intends to turn over to the trust company compen- 
sation which may be allowed to him as trustee. 


CHICAGO TIME ZONE CASE 


Attorney General Crowley in behalf of the state of Mich- 
igan in a brief in No. 10122, standard time zone investigation, 
urges the Commission to extend the standard eastern time 
zone westerly so that it will include the lower peninsula of 
Michigan. He says that the upper peninsula is separated by 
a natural boundary from the lower and that its commercial 
relationships, therefore, are with Wisconsin and other states 
adjoining it on the west. For that reason, he said, the resi- 
dents of the upper peninsula preferred to use a time in har- 
mony with that used by Wisconsin. 


CHANGES IN DOCKET 


Hearing in Finance 11076, assigned for April 14, at Concord, N. H., 
before Examiner Schutrumpf, was cancelled. 


Hearing in No. 27248, assigned for April 17, at New York, N. Y.., 
before Examiner Weems, was postponed to a date to be hereafter 
fixed. 

Further hearing in BMC 60605 assigned for April 14, at Washing- 
ton, D. C., before Examiner Dillon, was cancelled. 

Hearing in 27305 and Sub. No. 1, assigned for April 16, at New 
York, before Examiner Weems, was cancelled, and reassigned for 
May 12, at Washington, D. C., before Examiner Weems. 

I. and S. 4188, second sup. order, routing on ores via S. W. Mo., 
was set for hearing at St. Louis, April 17. 

Hearing in I. and S, 4172, assigned for April 14, at Indianapolis, 
Ind,, before Examiner Stiles, was cancelled, 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Florida.) Federal Motor Carrier Act 
did not destroy right of state under its inherent powers of 
taxation to regulate traffic on state highways, state’s police 
authority to reasonably conserve its proprietary rights in its 
highways by imposing nondiscriminatory regulations on all 
traffic using highways, whether interstate or intrastate, or 
state’s powers to exercise complete regulation of all intrastate 
traffic on state highways (Federal Motor Carrier Act of 1935, 
sec. 202 (c), 49 U. S. C. A., sec. 302(c). (Lowe vs. Stoutamire, 
166 So. Rep. 310.) 

Florida statutory requirements that interstate motor car- 
riers obtain certificate of registration from State Railroad 
Commission, pay prescribed mileage taxes, give security for 
protection from negligence of third persons using highways, 
and obey police regulations concerning use of highways, were 
not superseded or impaired by Federal Motor Carrier Act 
(Acts 1931, c. 14764; Federal Motor Carrier Act of 1935, 49 
U. S. C. A., sec. 301 et seq.).—Ibid. 

Federal Motor Carrier Act was dominant over Florida 
laws regulating interstate motor carriers only in so far as 
Florida laws conflicted with act, and Florida laws could be 
cooperatively applied in so far as federal regulations under 
act were not thereby overridden, hindered, burdened or em- 
barrassed (Acts 1931, c. 14764; Federal Motor Carrier Act 
of 1935, 49 U. S. C. A., sec. 301 et seq.).—Ibid. 

Federal Motor Carrier Act was not intended to occupy 
whole field of permissible regulation in interstate motor car- 
riage, but was only intended to cover limited field wherein 
specific jurisdiction was given to Interstate Commerce Com- 
mission to investigate, determine status of and license inter- 
state motor carriers for interstate commerce operation, and 
to make and enforce appropriate administrative regulations 
(Federal Motor Carrier Act of 1935, 49 U. S. C. A., sec. 301 
et seq.).—Ibid. 

Whether prisoner accused of operating truck used in in- 
terstate commerce in violation of Florida regulations of inter- 
state commerce was beyond reach of such regulations by 
virtue of enactment of Federal Motor Carrier Act was matter 
to be determined in trial court and not in habeas corpus pro- 
ceeding where prisoner had no documentary evidence that he 
had complied with federal acts (Acts 1931, c. 14764; Federal 
Motor Carrier Act of 1935, 49 U. S. C. A., sec. 3301 et seq.). 
—Ibid. 


PASSENGER FARES 


The Traffic World Washington Bureau 


The Long Island has filed its petition in No. 26550, pas- 
senger fares and surcharges, asking the Commission to estab- 
lish for its benefit a coach fare of 3 cents a mile, rather than 
the basis of 2% cents for which other eastern lines asked in 
their recently filed application. (See Traffic World, April 11.) 

Pointing out that it was essentially a suburban line with 
limited traffic possibilities, the Long Island said it had no over- 
head traffic not originating or terminating on its lines and 
that its traffic was practically limited to passenger hauling, 
predominately commutation. Such freight traffic as it had, 
the Long Island said, was short haul terminal servicé on in- 
bound freight. About 75 per cent of its total revenues, it said, 
were obtained from passenger traffic. A rate structure such as 
the other eastern railroads proposed in their petition for modi- 
fication of the Commission’s order, calling for a coach fare 
of 2.5 cents, the Long Island said, could not justly be made 
applicable to it which handled practically nothing but coach 
traffic. The Long Island said it was manifest that to conserve 
its non-commuter revenues it was essential that its one-way 
basic fare in coaches should be fixed on a basis higher than 
that proposed by other eastern lines. 

Because of the large volume of passenger traffic now car- 
ried by the Long Island and because of the nature of the terri- 
tory served, said the Long Island, it was the conviction of its 
traffic officers that there was no reasonable prospect of obtain- 
ing sufficient additional passenger business to offset such a 
reduction in revenues as would result from application of the 
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prescribed interstate basis to its passenger business. 
Island said that when it saw its revenues from non-commuter 
traffic declining rapidly it undertook as an experiment the 
establishment of one-day round trip tickets between all of 


The Long 


its stations at a fare of 2 cents a mile. That experiment, the 
carrier said, did not produce the increased revenues for which 
there had been a hope. It said that in May, 1935, it estab- 
lished special round trip tickets on a basis of 2.3 cents a mile 
and that while such tickets had proved popular and had re- 
sulted in an increase in the number of passengers carried they 
had not resulted in increasing its revenues. It said that the 
most that could be said was that they had probably reduced the 
rate of decline. 

Because of the populous character of much of the area 
served by it, the Long Island said it was subjected to unusually 
heavy expense for grade crossing protection and elimination and 
for taxes, higher than other roads in the eastern district. It 
said that tax accruals in 1934, for instance, were $1,714 for 
the lines in the Pocahontas region of the eastern district, while 
its own tax accruals were $6,542 a mile. 

The Long Island asked for a modification of the Commis- 
sion’s order in No. 26550 and in outstanding thirteenth sections 
orders so that it might use a 3 cent mile fare in coaches for 
an experimental period of eighteen months. 

Opposing the petition of eastern railroads, the National As- 
sociation of Railroad and Utilities Commissioners, on behalf of 
interested state commissions, declares that, with slight excep- 
tions, the contentions made by the eastern carriers for postpone- 
ment of the effective date of the order in this case and the sub- 
stitution of 2.5 cents a mile for 2 cents a mile as a basis for 
coach fares were urged with great insistence by the petitioning 
carriers on the hearing and in argument prior to the submission 
of the proceeding. The association asserts that the petition- 
ing carriers are seeking to use the Commission to prevent 
other competing carriers from making fare reductions which 
such other carriers desire to make. It points out that the 
prayer of the petitioning lines is for a postponement of the 
order ‘as to all carriers in eastern territory.” It also calls 
attention to the fact that the motion for postponement is not 
joined by the Baltimore & Ohio, Norfolk & Western, the Read- 
ing, Central of New Jersey, Western Maryland or the Chicago, 
Indianapolis & Louisville. 

“In no event should be Commission make an order,” says 
the association, ‘the effect of which will be to restrain the 
Baltimore & Ohio and other carriers operating in eastern ter- 
ritory from making reductions which they desire to make, 
which have been found just and reasonable by the Commission.” 


Wheeler Expresses Views 


Chairman Wheeler, of the Senate interstate commerce 
committee, in an interview, expressed the hope that the Com- 
mission would not grant the petition of eastern carriers to 
permit them to establish different fares from those prescribed 
by the Commission. The fares prescribed by the Commission, 
said he, would increase business, basing that view, he said, 
on the experience of the railroads in the south that had re- 
duced their fares. 


WESTERN FOURTH SECTION CASES 


Broad and permanent relief from the fourth section is 
necessary if the railreads are to be expected to carry out the 
mandates of the Commission in Docket 17000, part 2, the west- 
ern class rates part of the general rate investigation, according 
to witness who appeared before Examiners W. J. Koebel and 
G. L. Shinn at a hearing on thirteen fourth section applications 
in Chicago, beginning April 14. 

Some fifteen witnesses appeared in the course of the hear- 
ing to tell about specific adjustments ordered by the Commis- 
sion which they said it would be impossible to put in and main- 
tain without permission to disregard the long-and-short-haul 
part of the fourth section. Some of their testimony was to the 
effect that the rates thus made would be compensatory, but 
most of it was along lines of the practicability or the imprac- 
ticability of fitting the prescribed class rates in the general 
scheme of rates, not only in Western Trunk Line Territory, but 
in other territories. 

The general problem involved was described by L. E. Kipp, 
tariff publishing agent for the Western Trunk Line Committee 
and the Transcontinental Freight Bureau. What he said brought 
together the facts put in by other witnesses into a succient 
pleas for what he said was a necessity. He said the difficulty 
did not come so much from the various class scales and zones 
prescribed by the Commission as from the complicating factors 
attached to those scales and zones. Some of these he mentioned 
specifically, such as the rule that interzone rates were to be 
based on the lowest scale involved, the spreading of mileage 
scales over origin and destination groups measuring up to 25 
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miles, the use of certain class arbitraries under what he called 
the bridge formula, the difference between prescribed maximum 
rates in Official and Western Trunk Line territories, and the 
necessity for observing in some instances combinations as maxi- 
mum rates where they were lower than through rates. 

The latter problem was particularly difficult, he said. The 
practice of putting in local truck-compelled rates with definite 
expiration dates made it difficult to say in many instances 
whether rates made ready for publication would actually be the 
applicable rates. “The situation is such,” he added, “that a 
local rate in North Dakota put in to meet a truck situation may 
affect the transcontinental rate from the Pacific Coast to New 
England points.” 

Some of the applications had to do with other and different 
situations. He described two of them as being brought about 
by orders of the Iowa and Wisconsin commissions forbidding 
the application of the 17000, part 2, scales on intrastate traffic. 
Another was necessary, he added, in order to make the new 
scales applicable to Canadian border points on traffic to Canada. 

He pleaded especially for fourth section orders free from 
the circuity limitations usually made a part of such permissions. 
He pointed out that the order of the Commission based mileage 
scales on the shortest route between the points by which traffic 
could be moved without transfer of lading. Ordinarily, he said, 
such mileages were based on the shortest practicable routes or 
the shortest tariff routes. As things stood, he said, the mileages 
were figured on strange routes on movement, and he cited as 
an example the basic route between Peoria, Ill., and Fargo, 
N. D., in which no fewer than twenty railroads were involved. 
Because of this method of figuring the mileage, he insisted, 
circuities of higher percentages than those usually allowed 
under fourth section departures were necessary. 


He did not ask for:a revision of the mileage figuring rule. 
That, he said, would necessitate doing over the tariff work 
already finished. He said that work had kept 150 men busy 
for several years and had cost the railroads $800,000. At least 
half that money had been spent in figuring short line mileages, 
he said. He added that the railroads were also working on a 
routing guide. They had begun that work in February, 1935, 
he said, and expected to finish it by the end of 1936. If the 
rule for figuring mileages was changed, he added, the work so 
far finished on that job would also be wasted. The simplest 
way out of the predicament, he repeated, was to grant the 
applications without circuity limitations. 

No testimony was entered in opposition to the applications. 
The only appearance entered from any other than a railroad 
representative was that of W. E. Ehmann, representing the Wis- 
consin commission. He entered no testimony, nor did he ques- 
tion any of the witnesses. 

The numbers of the fourth section applications involved 
are: 16185, 14567, 14743, 14778, 14963, 15109, 15206, 15372, 
15714, 16115, 16148, 16186. No. 14777 was withdrawn in the 
course of the hearing. It was pointed out that the matter 
covered by it was also covered by 16185. 





REVENUE FREIGHT LOADING 


Revenue freight loading the week ended April 11 totaled 
622,138 cars—8,271, or 1.3 per cent above the preceding week, 
but an increase of 35,570, or 6.1 per cent, above the correspond- 
ing week in 1935 and 42,157 or 7.3 per cent above the corre- 
sponding week of 1934. Miscellaneous loading totaled 263,244; 
merchandise, 161,806; coal, 111,913; grain and products, 29,344; 
live stock, 11,177; forest products, 28,911; ore, 8,792; coke, 6,951. 

Railroads the week ended April 4 loaded 613,867 cars of 
revenue freight (see Traffic World, April 11), according to the 
Association of American Railroads. All districts reported in- 
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creases compared with the corresponding week in 1935. All 
districts also reported increases compared with the correspond- 
ing week in 1934. ; 

Loading of revenue freight in 1936 compared with the two 
previous years follow: 


1936 1935 1934 
ee a ree 2,353,111 2,169,146 2,183,081 
5S. weeks Im DOUPUATY 2... ..cscccccces 3,135,118 2,927,453 2,920,192 
EE en ED. occ wal wavsvcsecees 2,418,985 2,408,319 2,461,895 
ee I on cnc cmanes sets vane 613,867 545,456 559,070 
EE. wktecclecnecees bd ncens sta e 8,521,081 8,050,374 8,124,238 


Revenue freight loading the week ended April 4 and for 
the corresponding period of last year, by districts, was re- 
ported as follows: 


Eastern district: Grain and grain products, 5,758 and 4,586; live 
stock, 1,103 and 1,292; coal, 19,330 and 16,772; coke, 1,534 and 1,474; 
forest products, 1,197 and 1,548; ore, 1,257 and 962; merchandise, L. 
C. L., 42,020 and 42,662; miscellaneous, 67,902 and 60,647; total, 1936, 
140,101; 1935, 129,943; 1934, 131,023. 

Allegheny district: Grain and grain products, 3,236 and 2,548; 
live stock, 686 and 917; coal, 25,769 and 19,476; coke, 2,875 and 2,045; 
forest products, 1,129 and 894; ore, 1,937 and 1,847; merchandise, L. C. 
L., 29,041 and 30,845; miscellaneous, 58,168 and 47,867; total, 1936, 
122,841; 1935, 106.439; 1934, 111,062. 


Pocahontas district: Grain and grain products, 301 and 254; live 
stock, 45 and 59; coal, 25,350 and 16,086; coke, 471 and 358; forest 
products, 617 and 656; ore, 211 and 69; merchandise, L. C. L., 5,554 
and 5,242; miscellaneous, 7,815 and 7,203; total, 1936, 40,364; 1935, 
29,927; 1934, 37,608. 

Southern district: Grain and grain products, 2,392 and 2,232; live 
stock, 811 and 696; coal, 13,032 and 6,845; coke, 309 and 323; forest 
products, 8,701 and 6,981; ore, 486 and 574; merchandise, L. C. L., 29,- 
155 and 28,547; miscellaneous, 41,478 and 38,766; total, 1936, 96,364; 
1935, 84,964; 1934, 90,180. 

Northwestern district: Grain and grain products, 8,291 and 6,271; 
live stock, 2,657 and 2,505; coal, 4,367 and 3,785; coke, 1,123 and 871; 
forest products, 7,473 and 7,374; ore, 229 and 515; merchandise, L. C. 
L., 19,738 and 19,150; miscellaneous, 27,717 and 26,730; total, 1936, 71,- 
595; 1935, 67,201; 1934, 64,645. 

Central Western district: Grain and grain products, 6,615 and 
6,098; live stock, 4,960 and 5,498; coal, 8,423 and 4,920; coke, 131 and 
145; forest products, 4,959 and 4,171; ore, 1,502 and 1,896; merchandise, 
L. C. L., 24,556 and 23,527; miscellaneous, 38,870 and 35,968; total, 
1936, 90,016; 1935, 82,223; 1934, 78,651. 

Southwestern district: Grain and grain products, 3,375 and 3,615; 
live stock, 1,295 and 1,429; coal, 2,723 and 1,342; coke, 98 and 113; 
forest products, 4,513 and 2,729; ore, 331 and 169; merchandise, L. C. 
L., 12,548 and 12,728; miscellaneous, 27,703 and 22,634; total, 1936, 
52,586; 1935, 44,759; 1934, 45,901. 


SERVICE ON LIVESTOCK SHIPMENTS 


The Supreme Court of the United States has denied a peti- 
tion for a writ of certiorari to the Circuit Court of Appeals for 
the second circuit for review of No. 800, Robert Aron et al., 
petitioner, vs. Pennsylvania, in which the petitioner sought to 
recover money paid for feed, water and rest service at Pitts- 
burgh, Pa., on shipments of live stock. The charges were not 
listed in the tariffs. The lower courts held that the shipper 
had not proved that the unlawful charge was unreasonable for 
the service performed and that the shipper was bound by the 
decision of the Commission in Strauss & Adler vs. N. Y. C., 
153 I. C. C. 609, in which it was held that similar charges 
should have been stated in the tariffs but that it had not been 
shown that the charges were unreasonable for the services 
performed. 





Revenue Freight Car Loading—Week Ended Saturday, April 4 


Grain and Live 
grain prod. stock Coal 
1936 29,968 11,557 98,994 
Eee... a vanced ebocnaen {38 25,604 12,396 69,226 
1934 25,921 13,050 89,826 
Preceding week March 28 ........ 1936 29,676 12,200 96,679 
Per cent increase over ........... 1935 17.0 43.0 
Per cent decrease under ......... 1935 6.8 
Per cent increase over ........... 1934 15.6 10.2 
Per cent decrease under ......... 1934 11.4 
1936 437,663 164,587 2,015,010 
Cumulative 14 weeks to Apr. + {3a 362,188 177,762 1,873,161 
1934 411,328 211,367 1,930,283 
Per cent increase over ........... 1935 20.8 7.6 
Per cent decrease under ......... 1935 7.4 
Per cent increase over ........... 1934 6.4 4.4 





Per cent decrease under ......... 1934 22.1 


Per cent to 15 year average 77.4. 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
6,541 28,589 5,953 162,612 269,653 613,867 
5,329 24,353 6.032 162,701 239,815 545,456 
5,937 23,595 5,089 167,094 228,558 559,070 
6,123 29,947 4,744 157,162 263,956 600,487 

22.8 17.4 12.4 12.5 
1.3 | 

10.2 21.2 17.0 18.0 9.8 
2.7 

124,865 389,065 80,900 2,080,903 3,228,088 8,521,081 

100,896 326,157 55,826 2,144,472 3,009,912 8,050,374 

122,136 302,796 48,565 2,237,891 2,859,872 8,124,238 

23.8 19.3 44.9 7.2 5.8 
3.0 

2.2 28.5 66.6 12.9 4.9 
7.0 
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April 18, 1936 


Eastman Looks Ahead 


Coordinator, in Hitting Protection Bill, Says Program 
Stifling Progress Will Not Solve Labor Problem 
—Tells of Things That Are Coming 


That he was not in sympathy with the philosophy under- 
lying the Wheeler-Crosser rail labor protection bill was indi- 
cated strongly by Coordinator Eastman in an address the night 
of April 13 before the Engineers’ Club of the Lehigh Valley 
at the Packhard Laboratory of Lehigh University, Bethlehem, 
Pa. 

In referring to progress in transportation as a product of 
scientific and engineering research, Mr. Eastman said no one 
could with any wisdom make plans concerning the transpor- 
tation future, unless he kept in mind the fact that “this scien- 
tific and engineering research will keep on functioning with 
accelerating momentum and will produce more progress per 
annum in the future than it has in the past.” 

At this point in his address the Coordinator remarked 
that right now there was pending in Congress “a rather im- 
portant bill,” which declared, among other things, that “it is 
in the public interest to maintain existing opportunities” of 
employment. He emphasized the word “existing.” The 
declaration referred to is in the Wheeler-Crosser bill which 
organized rail labor is asking Congress to enact to protect 
labor in economy projects. 

“We shall all, I think,” said he, “have no difficulty in agree- 
ing that it is in the public interest to provide full opportu- 
nities for employment, so that no one who is able and willing 
to work will suffer for lack of a means of livelihood. It is 
a great blot on our civilization that we have so often failed 
lamentably in this respect. As yet we have not found the 
right answer to the problem, but it is, I think, reasonably 
certain that we shall not find it in any program which would 
stifle progress by putting an end to labor-saving improvements 
and maintaining unchanged the opportunities for employment 
which now exist. 

“How many people would be driving their own automo- 
biles, if Henry Ford had followed such a program, and how 
many people would the automotive industry be employing in 
comparison with the great numbers which are now on its 
payrolls ?” 

Mr. Eastman said he could not help feeling that there 
was a lesson “which we may well heed in what the automobile 
builders have accomplished within a short space of time in fur- 
nishing means of livelihood to a large section of our popula- 
tion.” Continuing, he said, in part: 


It seems a reasonable conclusion that if the growing mechaniza- 
tion of industry and the widespread introduction of labor-saving de- 
vices and methods can be utilized, as was done with the automobile, 
to reduce the prices of products and bring them within the range of 
a great consuming public, what now appears a menace may be con- 
verted into a blessing. 

This principle applies to transportation quite as much as to any 
other industry. There is no fixed amount of transportation to be 
performed. It expands rapidly as facilities are brought within the 
means of those who are potentially capable of using them. * * * 

The railroads have been of wonderful service to the country in 
this very way. If it were not for what they have done, for example, the 
orange and the banana would still be luxuries and enjoyment of the 
oyster and the lobster would be confined to the seaboard territory. 
These are only trivial illustrations of what they have made possible 
in the interchange of products and the development of industry. Yet 
it may well be that in the past 25 years the railroads have given rather 
too much thought to the immediate apparent advantages of increases 
in their rates and charges, and too little thought to the greater and 
less ephemeral advantages which would flow from bringing their fa- 
cilities, through reductions in cost and improvements in service, within 
a wider range of public use. Certainly there can be little question but 
that for the future the railroads must turn their thought in the latter 
direction. 


Pointing out that part of his job as coordinator was to 
help the railroads reduce their costs through greater co- 
operation with each other, and coordination of the use of vari- 
ous of their facilities, Mr. Eastman said because of the terms 
of the statute and other reasons which he did not take time 
to go into, “the progress along these lines which has since been 
made has been nothing to brag about.” Nevertheless, said he, 
there had been much exploration. He believed that, notwith- 
standing a cool reception given to many of the recommenda- 
tions by both management and labor, the recommendations 
would bear fruit “because in essence and in general what we 
have proposed is sound and will be forced by the natural logic 
of events.” Continuing, he said: 


No one, I think, questions that a large amount of waste and un- 
necessary expense is present in raliroad operation, owing to the fact 
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that the railroad system of the nation is in the hands of many sepa- 
rate and independent companies. The railroad industry can no longer 
afford this lost motion, and therefore will in due time do away with 
it. If this is not accomplished by the practice of cooperation and co- 
ordination, it will be done by actual consolidation of properties. The 
policy of cooperation and coordination is, in my judgment, the wiser 
one to follow, because it need not precipitate the disturbance and tur- 
moil which an attempt to force the railroads into a very few gigantic 
systems would stir up; it would be confined to matters in which the 
interests of the companies are not really divergent, and leave them 
free to compete for traffic, and it would not run the risk of depriving 
them of the benefits which often flow from managements able, be- 
cause the job is not too big, to give close personal attention to the 
properties and the needs of the communities which they serve. 


Things That Are Coming 


Giving you a picture in broad strokes of some of the things that 
are coming, if I am at all right about it, I can see a central scientific, 
engineering, and economic research department acting for all the rail- 
roads, able to establish within proper limits standards for equipment, 
construction, materials, and supplies, not too rigid or difficult to 
change, but which will prevent the great and unnecessary diversity of 
types which now adds heavily to costs. This department would also, 
as similar departments in other great industries have been able to do, 
keep the railroads not only abreast but ahead of the times, produce 
inventions as it were to order, and furnish the means of testing new 
and promising developments at common expense. 

I can see many of the freight cars of the railroads, which move 
in free interchange all over the country, handled in a common pool 
so that they can be utilized with much less waste motion, just as the 
Pullman cars and to some extent the refrigerator cars are at the 
present time, and so that purchases of new equipment may be financed 
to maximum advantage and made in the orderly manner and at the 
appropriate times which will reduce manufacturing costs. 

I can see the very complex and costly methods which now pre- 
vail in the handling of intercompany transactions, such as the dividing 
of joint rates, simplified and expedited by the establishment of a 
central clearing house. 

In the larger places, served by two or more railroads, I can see 
the present confused, costly, and time-consuming terminal operations 
greatly simplified and reduced in volume and expense by unified 
utilization of all or some of the facilities. 

I can see joint use of some shops, where conditions favor it, and a 
gradual raising of shop equipment and methods up to the high stand- 
ards which now prevail on some of the railroads, but by no means 
all; and I can see similar progress in the handling of materials and 
supplies and the disposition of scrap and waste material. 


Passenger and Freight Service 


When it comes to passenger service, the very marked advance 
which is being made in the air-conditioning of coaches and in their 
seating and other accommodations will be followed up by many other 
steps which will add to the comfort and convenience of the service. 
Attention will be concentrated to a much greater extent than here- 
tofore on the customer and what he needs and wants. To provide 
service of greater frequency and flexibility, single-unit cars propelled 
at low cost by gas or Diesel power with some form of mechanical 
or hydraulic or electric transmission will in many cases be employed, 
and they will be adapted to multiple-unit operation. To achieve light 
weight, new metals and methods of construction will be used. Pas- 
sengers will be given collection and delivery service to and from 
stations. Advertising and other means of marketing the service will 
be improved and developed, and often employed by the railroads 
collectively. Station accommodations and service will be made more 
convenient and attractive. The trend of fares will be downward. 
Busses will be used in many situations to augment or supplement, 
and in coordination with, rail service. 

In freight service, I,can see the less-than-carload, express, and 
car-forwarder traffic combined, concentrated, and handled in much 
more heavily-loaded cars of shock-proof construction, moved at pas- 
senger-train speeds. The distribution at either end will be done: by 
trucks, probably to and from railheads usually located outside of the 
crowded city areas. An intermediate service, between the present 
less-than-carload and carload services, will be developed by the use 
of containers carried on flat cars. They will be of lightweight con- 
struction, of uniform types, and capable of interchange between all 
railroads, and between railroads and motor trucks or water carriers. 
Some of them will be adapted to special services, including refrigera- 
tion. 

In freight service generally, the tendency will be towards faster 
and more frequent operation of trains, although heavy tonnage trains 
will continue to have their place. Steps will be taken to reduce the 
heavy costs and delays which now characterize terminal operations, 
these steps including not only unified use of various facilities, but 
a more extensive use of motor trucks. These will also be used to a 
greater extent in substitution for local way-freight and branch-line 
operations, alfhough there will be a development for rail use of light- 
weight motive-power units having a similar purpose. The unification 
of termina: facilities and the greater use of trucks in such service 
will probably release from railroad use, in due course, considerable 
land in crowded city areas which can be sold with profit. 

In many situations where unnecessary duplicate or multiple op- 
erations are now conducted, in both the freight and the passenger 
services, there will be a pooling of operations; but instead of depriv- 
ing the public of accommodations, the tendency in such arrangements 
will be to give a better balanced and more convenient service. 


Freight Rate Structure 


I can see a gradual revision of the freight-rate structure. It is 
the product of conditions very different from those which exist today. 
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There are wide variations in the relations which rates bear to cost 
of service, and the whole structure is full of unutterable complications. 
Only an expert can interpret most railroad rate tariffs, and he may 
not always succeed. The tendency will be toward simplification of 
rates and a closer relation to cost of service. This will be forced 
by the competition of the other forms of transportation, including 
private carriage. Cost-finding systems will be introduced or expanded 
for use on the railroads, not only in connection with rates, but also 
to obtain a closer check on expenditures. The general tendency of 
rates will be downward. When such adjustments in rates as can 
be justified are made and railroad sefvice becomes as efficient and 
economical as is possible, I now see little future for long-haul motor- 
truck haulage of most commodities, although I expect to see the 
shorter-haul operations expand continually. 

These dre some of the things which lie in my mind with reference 
to the railroad future. Others will have a different picture. No one 
can be sure of anything, except that there will be many and important 
changes, and that some of these will not be foreseen at all. 


Fear of Employes 


At present the raliroad employes fear and oppose any changes 
which will have the immediate effect of displacing labor. I can under- 
stand and sympathize with their fears. Many now realize, and in due 
time I feel sure that most of the employes will come to realize, what 
the railroads must do to meet the needs of the present and the future, 
and that the path to a live and thriving railroad industry which can 
provide more employment opportunities runs in the direction of bet- 
ter service at lower costs. They are entitled to reasonable protection 
against hardships which large-scale economy projects would impose by 
displacements without opportunity for other employment. The man- 
agements and the men have been negotiating in regard to this matter 
and I very much hope that they may be brought into agreement, or 
that the necessary protection can be provided through reasonable and 
practicable legislation. 

Some have the idea, I think, that a sufficient remedy for rail- 
road troubles can be found in a reduction of their indebtedness and 
fixed charges. There are now 88 steam railroad companies in receiver- 
ship or bankruptcy, operating 69,008 miles of road, or about 27 per cent 
of the total. Railroad credit can be helped materially by a financial 
reorganization along sound lines of these bankrupt railroads, and of 
others which may meet with similar difficulties. But it is a mistake to 
assume that any such process, however far it may be carried, can re- 
move the need for the utmost economy and efficiency in railroad op- 
eration. Neither the passenger nor the merchandise traffic nor a large 
part of the carload freight traffic has for some years been paying its 
share of operating expenses. Moreover, whatever allowance may be 
made for past financial exploitation and for obsolescence and other 
forms of depreciation, there remains a great investment in railroad 
propertly which is entitled under the law to a fair return and on which 
in the long run a return must be earned, if the industry is to be con- 
ducted successfully under private enterprise and capital, or indeed 
under any system of public ownership which will not burden the tax- 
payers of the country. 


Rail Executives 


The railroad executives are naturally slow to inaugurate any radi- 
cal changes in operation, equipment, service, or rates. In the final 
analysis, they must bear the responsibility, and from experience they 
know how long it takes to be sure that experiments rest on a really 
sound basis. They also find it difficult to agree with each other in 
many situations where collective action is at stake. A further obstacle 
to improvements lies in the financial troubles of the railroads. For 
these reasons progress will often be slower than many of us would 
like it to be, but I have much confidence that in the end it will come. 
Evidences of new trends of thought are rapidly making their appear- 
ance among the executives. 

The government also has obligations and duties with respect to 
transportation. I have talked to you mostly about railroads, but the 
government can, of course, play no favorites in its dealings with the 
various forms of transportation. If an entirely new kind should sud- 
denly develop, superior to and able to play havoc with them all, under 
no theory of sound administration of public affairs could it be sup- 
pressed or deprived of an opportunity to furnish its new and better 
service. The function of the government in transportation is not to 
set limits to initiative and’ enterprise, but to prevent the rise of abuses 
which may impair the health and well-being of the transportation 
agencies or inflict injury on the public, such abuses including financial 
exploitation, unfair or destructive competition, unjust discrimination 
in rates or service, exorbitant charges, or disregard of the public 
safety. The duty of the government, in other words, is to preserve 
good order, promote stability and conditions favorable to healthy 
growth, and hold the scales even between all the rival carriers. 


MERIT OF PETTENGILL BILL 


(By Thomas F. Woodlock in the Wall Street Journal) 

Here is a case recently decided by the Interstate Com- 
merce Commission which illustrates the absurdities of the 
present law on “long and short haul’’—the fourth section of the 
interstate commerce act—and sets in relief the soundness of 
the Pettengill amendment. 

It concerned, among other things, the shipment of a pe- 
troleum product known as cordage oil from the Bayonne re- 
finery district of New Jersey to North Plymouth, Mass. This 
product is a special form of lubricant used in manufacture 
of cordage and binder twine. Carriers applied for permission 





The Traffic World 


Vol. LVII, No. 16 


to maintain a rate of 18 cents per 100 pounds on this traffic 
without reducing the higher rates applying at intermediate 
points. The rate was originally put in to meet water compe- 
tition, and was successful in so doing, as no movement by water 
has taken place from Bayonne to North Plymouth since 1922. 
Latterly, however, the consignees have informed the carriers 
that they will use water transportation unless the 18-cent 
rate is maintained. Carriers asked also for permission to 
make the same rate on lubricating and fuel oils, and petroleum 
and wax. 

There is no demand whatever for cordage oil at any of 
the points intermediate to Bayonne and North Plymouth. No 
question, therefore, could arise of any undue preference of the 
latter or undue prejudice of the intermediate points. Nor had 
these points any water-competition—another factor excluding 
such violations so far as the other products were concerned. 
Notwithstanding this, the Commission denied the carriers’ 
ee to maintain the 18-cent rate. Its conclusion was as 
ollows: 


Notwithstanding that it may be entirely practicable to use the 
water service, it does not appear that there has been a movement by 
water to North Plymouth in recent years. Nor does it appear that 
any water carrier is, by active solicitation, striving to obtain the 
traffic to that point. In these circumstances, and from all of the evi- 
dence bearing on the matter, we are not convinced that there is actual 
water competition. 


On this, denial of relief was based. 

Among the absurdities—and worse—of the present fourth 
section is prohibition of relief to a carrier which desires to 
meet “merely potential water competition.” For this provision 
there is absolutely no reason in logic or equity; it is part of our 
really dishonest national policy of subsidizing directly and in- 
directly water transportation at the cost, either of railroads 
or taxpayers, and generally at the cost of both. The only 
possible excuse for the “long and short haul” provision at all 
is to exclude undue prejudice or preference to shippers or 
localities, both of which are already forbidden by section 3 
of the act. In the present case neither are present—the evi- 
dence made that clear. Yet, in obedience to its construction 
of the above-mentioned clause, the majority of the Commis- 
sion forces the rail carriers to surrender remunerative traffic 
to a competitor. The 18-cent rate pays 37 cents a car-mile, 
a satisfactory return for the distance traveled. 

The merit of the Pettengill bill, now awaiting action in 
the Senate committee on interstate commerce, is that it cor- 
rectly states the principle. Carriers seeking relief under that 
bill must show that no violation of sections 1, 2 and 3 will result. 
It is a great gain to get that much common sense into the act. 

But, until the entire section is brought into accord wi‘ 
elementary common sense and common fairness, it will remain 
as evidence that we have not yet learned to think straightly 
and are not yet disposed to act fairly on our railroad problem. 
With all the depression and all the new competition confronting 
the railroads, their greatest difficulty lies in the fact that those 
lessons are still unlearned. 


FOURTH SECTION AMENDMENT 


Chairman Wheeler, of the Senate interstate commerce 
committee, said April 14 that hearings on the Pettengill long- 
— bill would begin before the committee about 

ay 1. 


MORE MONEY FOR RAIL INQUIRY 


Chairman Wheeler, of the Senate Interstate Commerce 
Committee, plans to ask the Senate for a hundred thousand 
dollars to carry on the committee’s investigation of railroads. 
This investigation is in charge of Max Lowenthal, special coun- 
sel for the committee. Twenty-five thousand dollars has thus 
far been provided for the inquiry. 


FALSE BILLING BILL 


Chairman Bland, of the House merchant marine committee, 
has announced that his committee will hold a hearing April 28 
one S. 3467, the false billing bill amending the shipping act of 
1916, to which objections were made after the committee had 
favorably reported the measure to the House. 





RAIL PENSION LITIGATION 


The suit brought by the railroads attacking the constitu- 
tionality of the railroad retirement and railroad pension tax- 
ing acts will be heard on the merits of the case beginning 
May 20 in the Supreme Court of the District of Columbia. The 
hearing may last three weeks. 
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UNEMPLOYMENT COMPENSATION 


The Traffic World Washington Bureau 


. In presenting the plan for unemployment compensation for 
transportation employes (see Traffic World, April 11, p. 691), 
Coordinator Eastman and his section of labor relations headed 
by Otto S. Beyer, it was pointed out this week at the Co- 
ordinator’s offices, were pursuing a program that was formu- 
lated many months ago dealing with the question of protecting 
railroad labor. 

This program, as explained in the Coordinator’s report for 
1934, which was transmitted to the President and Congress in 
January, 1935, included the topics of unemployment benefits, 
dismissal compensation, and retirement annuities. 

If the Coordinator and his staff had been permitted to 
complete their studies of these subjects and make their recom- 
mendations for legislation to give effect to their conclusions, 
it is pointed out, confusion that has arisen as to the multiple 
proposals for protecting railroad labor, in all probability, would 
not have developed. 

Congress, however, under pressure from the railroad em- 
ployes, ignored the Coordinator with respect to railroad retire- 
ment or pension legislation and passed a railroad pension act. 
This act was declared unconstitutional by the Supreme Court 
of the United States. Again acting under pressure from the 
railroad employes and again ignoring the Coordinator, Con- 
gress passed the twin pension legislation bills—the bill provid- 
ing for payment of pensions out of the federal treasury and the 
bill providing for taxing of the railroad companies and their em- 
ployes presumably to reimburse the treasury for the pension 
payments but not so stated—and these measures are now under 
attack as being unconstitutional in the Supreme Court of the 
District of Columbia. 


Again, under pressure of President Roosevelt, Congress 
enacted the social security act which, among other things, pro- 
vides for unemployment insurance and taxes employers to pro- 
vide funds to pay such insurance. Railroad companies are 
subject to this legislation. The rail pension acts now under 
attack exempt them from the social security act as to pensions 
but the unemployment compensation provisions apply to’ them. 


Ignoring also Coordinator Eastman’s recommendations for 
enactment of dismissal compensation legislation for railroad 
employes, the congressional interstate commerce committees 
have proceeded, in pursuance of a pledge made by the com- 
mittee chairman to President Roosevelt, to consider organized 
railroad labor’s bill embracing the dismissal compensation idea, 
but going much farther than was proposed by the Coordinator. 


“Any plans for unemployment insurance for the transporta- 
tion industry must, of necessity, be in consonance with the 
system or systems adopted-for industry in general,” it was 
stated in the Coordinator’s 1934 report. 


The Coordinator’s staff has dealt with the question of retire- 
ment insurance or pensions. This proposal covers superannu- 
ated employes. It has dealt with the subject of dismissal 
compensation. This proposal is intended to cover primarily 
employes thrown out of employment by coordination projects. 
It has dealt also with the subject of unemployment insurance. 
The Coordinator’s proposals here are intended, it is pointed out, 
to take care of employes temporarily thrown out of work— 
to protect employes against seasonal fluctuations in employment. 
It is contended that the proposals do not overlap—that is, an 
employe benefitting under one of the proposals would not 
benefit by another. 


The legislation now proposed by Coordinator Eastman for 
unemployment compensation for transportation employes, it is 
explained, is not in conflict with the social security act under 
which railroads are taxed for unemployment compensation pay- 
ments but is intended to fit into that legislation. The railroads, 
it is stated, will pay only what they are required to pay under 
the social security act. The legislation proposed by the Co- 
ordinator provides, in effect, for administration of unemploy- 
ment compensation for transportation employes on a national 
basis rather than on a state basis, as provided in the social 
security act. 


“It should be understood that this bill will not add to the 
financial burdens of the transportation companies now subject 
to the social security act,” said Coordinator Eastman. “All that 
it does is to provide a means whereby unemployment compen- 
sation for the employes of this national industry can be admin- 
istered uniformly and efficiently on a national basis.” 


Under the Eastman proposal the administration of payment 
of claims would be placed in the hands of a division of trans- 
portation unemployment compensation which would be respon- 
sible to the Social Security Board created by the social security 
act. The Coordinator calls his proposal a “sequel” to the social 
security act. Transportation employes, instead of being under 
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the social security act as to unemployment compensation, would 
be under the Eastman bill if it became a law. 


PROTECTION OF RAIL LABOR 
The Traffic World Washington Bureau 


Advised that negotiations looking to the reaching of an 
agreement protecting labor displaced by coordination projects 
had been definitely terminated, President Roosevelt, it was 
generally assumed late this week, would make an effort to 
bring about resumption of the conferences between railroad 
management and labor in the hope that an agreement might be 
reached and proposed legislation covering the matter dropped. 

President Roosevelt said at his press conference April 15 
that no arrangements had yet been made for a conference with 
him by representatives of railroad management and _ labor. 
The inference was that, probably, the President would discuss 
the situation resulting from the break-up of the management- 
labor conferences. 

Under date of March 6 the President wrote to J. J. Pelley, 
president of the Association of American Railroads, and J. A. 
Phillips, vice-chairman of the Railway Labor Executives’ Asso- 
ciation, urging them to reach an agreement (see Traffic World, 
March 14, p. 483). In this letter, which was made public at 
the White House, March 8, the President said: 


May I suggest that before you permit such an effort to fail, you 
confer jointly with me? 


It was announced at the White House March 19 that the 
President had asked the management and labor representatives 
to continue their conferences with the understanding, however, 
that such action was not to interfere with the consideration of 
the Wheeler-Crosser rail labor protection bill in Congress. The 
President took up with the chairmen of the interstate commerce 
committee the question of proceeding with the consideration 
of the bill and received assurances hearings would be held (see 
Traffic World, March 21, p. 530). 

As one of the conferees put it April 13, the “next move” 
was up to the President if he wished to do anything further 
about the situation. 

Essentially, according to information obtained following the 
breakdown of the conferences (see Traffic World, April 11, p. 
689), labor and management were standing on the offers out- 
lined in the Traffic World, March 28, p. 575, when the break 
came. 

Labor demanded two-thirds pay for displaced employes for 
a maximum period of ten years, as to employes that had been 
in service for five or more years, and the same compensation 
for a maximum period of five years for employes who had 
been in service less than five years. 

It was understood that the maximum offer of the carriers 
was half pay for three years to employes who had been in 
service for five years or more but that it provided nothing for 
employes who had been in service less than five years. Labor 
would not agree to this and the decision was reached to ter- 
minate the conferences. 

Variations of these proposals were considered, it is under- 
stood, but a basis for an agreement could not be reached. 

Coordinator Eastman said April 14, in response to an in- 
quiry, that he had not decided not to issue any orders re- 
quiring railroads to put into effect unification projects. He 
pointed out that President Roosevelt had asked him to defer 
issuing such orders pending the outcome of the efforts of labor 
and management to reach an agreement on the employe dis- 
placement question. He said he did not regard that matter as 
closed, notwithstanding the conferences had been terminated, 
because the President had stated, to both sides that he wished 
them to confer with him before they permitted the effort re- 
ferred to to fail. The Coordinator’s staff has been proceeding 
with its inquiries with respect to the eleven proposed orders 
which have been held up at the request of the President. In 
speaking of this situation Mr. Eastman pointed out that, of 
course, unless extended, his term of office would expire June 
16, and that, with his inquiries relating to the projects not 
having been completed, there would be little time in which 
to act before June 16. 


Senate Committee Hearings 


Hearings on the Wheeler-Crosser bill were begun by the 
Senate interstate commerce committee April 13 with George 
M. Harrison, chairman of the Railway Labor Executives’ Asso- 
ciation, as the first witness. His statement was virtually a 
reproduction of the testimony given by him on the bill before 
the Crosser subcommittee of the House committee on inter- 
state and foreign commerce (see Traffic World, April 4, p. 631, 
and April 11, p. 689). 

Witnesses for the railroads followed Mr. Harrison. The 
railroads are fighting the bill. Railroad lawyers think the bill 
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as it stands is unconstitutional. R. V. Fletcher, general coun- 
sel for the Association of American Railroads, said he could 
not say what the railroads would do if the bill were passed, 
with respect to attacking it in the courts. 

At the hearing April 14 Chairman Wheeler read a letter re- 
ceived by him from a Jersey City employe of the Erie. As he 
read the letter, J. J. Pelley stood close by, as did General 
Counsel Fletcher, of the Association of American Railroads. 

The Erie employe, whose name the chairman kept secret, 
enclosed with his letter a mimeographed form letter opposing 
the Wheeler-Crosser bill apparently intended to be sent to 
members of Congress. The employe said his chief clerk had 
handed him fifty of the forms “which I am required to get 
signatures for with a warning from my chief clerk that my 
position with the Erie would be eliminated” if he failed to get 
the signatures. 

The Erie worker also sent Senator Wheeler a folder put 
out by the Associated Railroads of New York State attacking 
the Wheeler-Crosser bill. The employe said the employes 
were in favor of the bill but that they could not ‘come out in 
the open” for fear of losing their jobs.” 

Chairman Wheeler made frequent use of the matter ap- 
pearing in the folder, asking Mr. Harrison, the witness, from 
time to time as to statements appearing therein. One of the 
statements was that enactment of the bill would legislate the 
railroads out of business. Mr. Harrison said that statement 
was grossly in error and without foundation in fact. All the 
employes were proposing, said he, as he had before the House 
committee, was that the railroads share with the employes sav- 
ings effected by consolidation and unification projects. He 
said it was estimated that 80 per cent of such economies would 
come out of the pay roll. 

Mr. Harrison told the committee he had planned to say 
something about the propaganda against the Wheeler-Crosser 
bill and that he would proceed to do so in view of Chairman 
Wheeler’s opening the matter up. His investigation, continued 
he, revealed that Mr. Fletcher, of the Association of American 
Railroads, had sent out a letter of “instructions” to railroads 
and “contact” men, calling on them to get busy with their 
friends, chambers of commerce, “Rotary Clubs,” influential 
citizens, etc., to write to their congressmen in opposition to 
the bill. 

It was stated in the Fletcher letter, said Mr. Harrison, 
that speed was essential. It was also stated that three of the 
five members of the House subcommittee handling the bill 
were friendly to labor and hostile to the railroads, said he. In- 
structions were issued to subordinate rail officials and rail at- 
torneys, said Mr. Harrison, and the “old machine started to 
go.” 

Petitions were circulated among rail employes in opposi- 
tion to the bill and most employes did not know what the bill 
contained, said Mr. Harrison. He did not think any employe 
had been threatened with loss of his job on the Erie if he did 
not sign but that the situation was that employes were made 
to feel they had better sign if they did not wish to incur dis- 
pleasure of the management. A number of employes signed 
such petitions against the bill, said he. 

“Can you imagine a situation like that?’ Mr. Harrison 
asked the members of the committee. 

Here were the representatives of labor trying to get en- 
acted a bill in the interest of employes, said he, in effect, and 
management was getting employes to sign petitions against 
the bill. He said he resented such action. 

Chairman Wheeler remarked at this point that the rail- 
roads had been so successful in getting employe support for 
the Pettengill long-and-short-haul bill that they thought they 
would “try it on this. bill.” 

Mr. Harrison said the “rail propaganda” against the labor 
bill was unfair. 

Mr. Fletcher arose to ask Mr. Harrison if there was any- 
thing in the letter sent out by him (Fletcher) asking railroad 
employes to oppose the bill. Mr. Harrison said he did not 
think so. 

Chairman Wheeler said the question had been put to him 
as to why such legislation as that embodied in the Wheeler- 
Crosser bill should be applied to the railroads and not to other 
industries. Mr. Harrison said the railroads were public serv- 
ice institutions, that Congress exercised control over them, that 
the Commission fixed their rates and charges, and, in effect, 
that the railroads therefore were not taking the chance in busi- 
ness that private enterprise had to take. He also said in an- 
swer to a question by the chairman that so far as transporta- 
tion by railroad was concerned, the railroads had a monopoly, 
and that was another reason why they should be subjected to 
legislation as proposed. However, added Mr. Harrison, all 
workers affected by technological progress ought to share in 
the savings made by such progress. He then discussed the 
general question of unemployment and predicted that unless 


‘ 





something effective were done the whole fabric of American 
life as it was would be destroyed and American institutions 
would crumble. 

No effort was being made in a practical way, said Mr. 
Harrison, to reduce unemployment. 

The army of the unemployed, said he in effect, was grow- 
ing, and it must be supported at public expense. It was this 
situation to which he referred in predicting that, unless some- 
thing effective were done about it, there would be the destruc- 
tion and crumbling of which he spoke. 

Industry had the responsibility in this situation and the 
government ought to make it fulfill it, said he. He admitted, 
in reply to a question by Senator Couzens, that an increase in 
railroad employment resulting from increase in rail traffic 
would displace employes of competing transport agencies. 

Unless some legislation were passed by June 16, when the 
emergency act expires, said Mr. Harrison, those consolidations 
the carriers desired to make would be made and the employes 
not needed would lose their jobs. 

At the hearing before the Senate committee April 15, in 
response to a question from Senator Couzens, Mr. Harrison 
said he had advised the President that the conferences had 
been definitely terminated. He said he had had no further 
communication with the President. 

Senator Couzens asked whether the principle of the 
Wheeler-Crosser bill had been agreed on in the conferences 
between management and labor. Mr. Harrison said he thought 
there was an admission on the part of the railroads that some- 
thing ought to be done but that “we were not able to agree 
on the extent.” ; 

Chairman Wheeler, when there was discussion about the 
bill applying to motor subsidiaries of railroads, asked for 
information as to railroad-controlled bus lines. He indicated 
the Commission would be asked for this information when Mr. 
Fletcher said such information could be obtained there. 

The chairman also asked Mr. Fletcher, if the railroads felt 
the bill was unconstitutional, to point out how it was. Mr. 
Fletcher said he would do that if the committee desired. 

Coordinator Eastman would be heard on the bill, said 
Chairman Wheeler. 

Appearing as the first witness for the railroads, Mr. Pelley 
said the railroads were opposed to the bill because it clearly 
gave the Commission control over about every activity of a 
railroad that resulted in reduction of employment. When 
asked to specify what particular part of the bill did that, he 
named section 4, which was discussed at length in the hear- 
ings before the House committee. 

Senator Couzens said he did not think the committee would 
agree to keeping section 4 in the bill as it was and Chairman 
Wheeler said he was inclined to think the language in section 
4 was too broad. However, it was stated that Mr. Harrison 
had stated he would not object to a revision as he had before 
the House committee. Mr. Pelley replied he was addressing 
himself to what was in the bill before the committee and not 
to what Mr. Harrison had said. 

Senator Couzens said he thought Mr. Pelley’s objection to 
section 4 was valid. 

Mr. Pelley made the point that the bill did not apply to 
competitors of the railroads. Mr. Harrison said the trans- 
portation act of 1920 and the emergency act of 1933, out of 
which he contended the situation arose, the bill was designed 
to meet, did not apply to the competitors of the railroads. 

The railroad management view that protection of dis- 
placed employes should be taken care of by agreement be- 
tween management and the employes and not by legislation 
was presented by Mr. Pelley. 

Answering Mr. Harrison’s contentions as to unjustified 
capital expenditures by the railroads, Mr. Pelley said from 
1923 to 1935 the railroads had expended $7,775,000,000 for new 
and better facilities and that of that total, $1,580,000,000 had 
been capitalized and was in the hands of the public and that 
the railroads were paying interest on that. The improvement 
in the railroad plant resulting from these expenditures, said 
he, reduced railroad costs a billion dollars in 1934 because if 
the 1934 business had been handled on the 1920 cost basis, 
the cost would have been a billion dollars more than it was. 
The cost of handling freight traffic was $594,000,000 less in 
1934 than it would have cost on the 1920 basis of costs, said 
he. In answer to questions by Chairman Wheeler as to long 
trains delaying delivery of shipments due to waiting to make 
up the trains, Mr. Pelley said it went without saying that a 
short train could be run faster than a long one but taking 
the situation as a whole, shipments were delivered when and 
where they were wanted. He said the movement of trains had 
been speeded up. 

In a discussion of passenger traffic service, air conditioning 
of cars, and reduction of passenger fares, Senator Shipstead 
said people in the west were using train service at present 
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rates because they said it was cheaper than using their auto- 
mobiles. 

On the question of the breaking up of the conferences be- 
tween management and labor, Mr. Pelley said he was informed 
by the chairman of the rail group that the rail committee was 
willing to go on with the conferences. He said that as long 
as there was talk there was hope of reaching an agreement 
but that when the conferees quit there was none. 

Chairman Wheeler asked whether rail executives, gener- 
ally speaking, did not agree to the principle that when men 
were laid off on account of consolidations, they should be 
taken care of. Mr. Pelley thought that many of them did. 

The difficulty was, said the chairman, that there were 
executives who believed something should be done and others 
who did not. Mr. Pelley said he doubted if he could name an 
executive who would take the position that nothing should be 
done about displaced employes. 

Chairman Wheeler said he thought the matter should be 
disposed of by voluntary agreement but the trouble was that 
the end of the present session of Congress was approaching and 
the emergency act protecting the employes would expire June 
16, and that the employes had a right to fear what would 
happen to them if they were not protected. He said unless 
an agreement were reached, it was the duty of Congress to 
pass legislation affording the employes protection before it 
adjourned. 

Mr. Pelley asked the chairman whether he thought Con- 
gress should discriminate against the railroads in handling the 
situation. This brought up more discussion as to the railroads 
being public utilities and being subject to regulation by Con- 
gress, and having a monopoly. Mr. Pelley said the railroads 
had no monopoly now. 

In closing Mr. Pelley expressed the hope that Congress 
would not impose such legislation as that proposed on the 
railroads. 

Carl R. Gray, president of the Union Pacific, before the 
Senate committee April 16, submitted his view that the matter 
covered by the Wheeler-Crosser bill was not a proper subject 
for legislation, as he had before the House committee. He 
spoke of the development of collective bargaining between rail- 
roads and their employes and asserted that agreements arrived 
at under such bargaining would adequately meet the problem 
under consideration. Drawihg a distinction between economy 
projects undertaken by a single carrier and those undertaken 
by two or more carriers—the bill covering both—Mr. Gray 
said that in cases of joint action he believed the employes were 
entitled to consideration. 


When Chairman Wheeler again expressed the opinion that 
the trouble was that some executives did and some did not take 
Mr. Gray’s view, the witness, said he did not know of anyone 
opposed to the agreement method. In the course of the discus- 
sion he admitted, however, that the two sides might not be 
able to agree on terms in a given case. His view in that con- 
nection was that if an agreement were not reached between the 
managements and the employes, nothing would be done. He 
told of an instance in which coordination had been held up be- 
cause no agreement was reached. 


Senator Couzens asked Mr. Gray to assume that a bill 
was going to be passed and, on that assumption, to say what 
he would do to the pending bill. Mr. Gray said he would omit 
any reference to internal operations of a single railroad. 


“T would take as much out of it as necessary to overcome 
any rigidity in terms,” said he. 

Saying that the “human equation” entered into the ques- 
tion of relations between employer and employe, Senator 
Couzens wondered whether men should be subject to the “good 
intentions” of executives or whether there should not be some 
law protecting the employes. 

Referring to section 7 of the railroad emergency act of 1933 
protecting labor, Mr. Gray said he did not have the heart to 
oppose that section in the circumstances that prevailed at the 
time. He had pointed out that, on the one hand, was the issue 
of reducing employment while on the other was the appropriat- 
ing of money for unemployment. 

As to the railroads having increased their plant, Mr. Gray, 
replying to criticism of Mr. Harrison, said if the railroads had 
not done what they had the country would have had the worst 
congestion of traffic it had had. 

The time was coming, said Mr. Gray, when the facilities of 
the railroads as developed would be needed, and Chairman 
Wheeler said he agreed with Mr. Gray that the loss of traffic 
to the railroads was not permanent. 

J. L. Lancaster, president of the Texas & Pacific, gave 
testimony similar to that given by him before the House com- 
mittee, in opposition to the bill. In reply to a question from 
Chairman Wheeler, he said he did not think industry could be 
conducted for the primary purpose of providing employment— 
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if industry could not support itself it would fail and there 


would be no jobs. He thought the interest of the carrier and 
its employes was the same. Because the Texas & Pacific was 
controlled by the Missouri Pacific, a Van Sweringen company, 
the witness was questioned about Van Sweringen control of the 
T. & P. He said he had never had the slightest suggestion 
about the operation of the T. & P. from the Van Sweringens. 

Mr. Fletcher followed Mr. Lancaster. He spoke along 
the same lines as he did before the House committee but in 
addition he was to discuss the “probable” unconstitutionality 
of the bill in response to Chairman Wheeler’s request. In 
identifying himself Mr. Fletcher said he had been general coun- 
sel of the Illinois Central and Chairman Wheeler asked if be- 
coming general counsel of the Association of American Railroads 
had been a promotion. It was not a promotion, said Mr. Fletcher, 
adding: “I was drafted, I am sorry to say.” Mr. Fletcher spoke 
of “how radically” the bill would have to be amended if it were 
changed to meet only the intentions as stated by the proponents 
of the measure. 

Speaking of the motor carrier operations in pointing out 
that they were not covered by the bill, Mr. Fletcher said one 
enterprising man was building up a nation-wide truck trans- 
portation system. Asked for the name of the man, he said it 
was J. L. Keeshin, of Chicago, ‘ta very able man.” 

Chairman Wheeler said that Congress, in enacting “reform” 
legislation, could not deal with all industries at the same time. 
Mr. Fletcher construed that to mean that, for instance, if high- 
way, waterway and pipe line carriers were included in the 
pending bill, the opponents of the bill would be multiplied. 

Reference by Mr. Fletcher to the leaflet issued by the New 
York railroads attacking the bill brought assertion from Mr. 
Wheeler that this was an illustration of “cheap propaganda” 
and that he wished the railroads would learn that that kind 
of buncombe did not get anywhere with Congress. He referred 
particularly to declarations implying that Congress planned to 
ruin the railroads. He said if any rail executive thought any 
member of the committe wished to destroy the railroads, there 
was something wrong with him. Mr. Fletcher agreed with 
that but added he was not at all sure but that legislation 
might be passed that would have the effect of destroying the 
railroads. 

Chairman Wheeler said as long as he was chairman the 
railroads always would get a respectful hearing before the 
committee on proposed legislation. When the railroads knew 
that, he thought it was “cheap propaganda” to send out such 
matter as had been brought up previously in the hearing. So 
far as he was concerned, said he, it did not get anywhere with 
him. 

Mr. Fletcher thought it was extremely ill advised for em- 
ployes to have been included in the appeals sent out. He did 
not think any employes had been threatened with loss of jobs, 
however. 


FORWARDING INVESTIGATION 


The Traffic World Washington Bureau 


Because of facts developed by special agents of its Bureau 
of Investigation, the Commission, in No. 27365, freight for- 
warding investigation, transportation of consolidated carload 
freight, has instituted an inquiry into the practices of Class I 
railroads with respect*to forwarding operations. The special 
agents, it is understood, have developed situations indicating 
favoritism toward some shippers amounting to unjust discrim- 
ination and undue preference to others. All class I railroads 
have been made respondents in the proceeding. 

The relationship, direct or indirect, between any of the 
Class I carriers or their officials or*any person, form or corpora- 
tion engaged in the carloading or freight forwarding business, 
including securities owned or other pecuniary interest in such 
carloading or freight forwarding agencies, and the management 
or operation of such carloading or freight forwarding agencies, 
by any of the railroads or their officials, or by subsidiaries or 
affiliates of any of the railroads is to be a prominent part of 
the investigation. 

While one or two railroads have organized separate cor- 
porations to handle the traffic as forwarders it is the under- 
standing that has grown out of the facts that have been dis- 
closed that a number of railroads in fact if not in name have 
subsidiaries that are in substance acting as forwarders. 

Hearings in this matter are expected to be announced in 
such relatively short time that a considerable record on the 
subject is likely to be built up before the Commission takes its 
summer recess. The order instituting the investigation follows: 


The Commission having under consideration the subject of the 
rates, charges, rules, regulations and practices of common carriers by 
railroad with respect to the transportation of freight in consolidated 
carloads, and the relationships between said common carriers and per- 


PAGE 734 


sons or corporations engaged in the carloading and freight forwarding 
business : 

It is ordered, That the Commission, upon its own motion, enter 
upon an investigation into and concerning the rates, charges, rules, 
regulations and practices of common carriers by railroad made re- 
spondent herein, affecting and incident to the transportation of freight 
in consolidated carloads moving at carload rates, said investigation to 
include a full inquiry into. 

1. The relationship, direct or indirect, between any of said re- 
spondents or their officials and any person, firm or corporation engaged 
in the carloading or freight forwarding business, including securities 
owned or other pecuniary interest in such carloading or freight for- 
warding agencies, and the management or operation of such carload- 
ing or freight forwarding agencies, by any of said respondents or 
their officials, or by subsidiaries or affiliates of any of said respondents; 

2. All tariff provisions, rates, charges, rules and regulations pub- 
lished by said respondents relative to or affecting the receipt, trans- 
portation, delivery, storage, handling, stopping in transit and other 
services performed by said respondents in connection with said traffic; 

3. Operating practices of said respondents in connection with the 
receipt, transportation, routing, delivery, storage, handling, stopping 
in transit and other services performed by said respondents in connec- 
tion with said traffic; 

4. Accessorial and terminal services performed by said respondents 
in connection with said traffic, such as loading, unloading, marking, 
checking, sorting, and other station or platform service, switching, 
trucking, floating and other terminal or delivery service, the costs 
thereof and compensation received therefor; allowances to shippers in 
connection with such services; 

5. Tonnage of freight in consolidated carloads transported at car- 
load rates for freight forwarding or carloading companies during rep- 
resentative periods; net earnings of respondents on such shipments; 

6. Land, buildings, or other property of said respondents used in 
whole or in part by shippers of consolidated carload freight; the cost 
or value of such land, buildings or property used; and the net compen- 
sation received by respondents for such use; 


7. All other information germane to the subject matter of this in- 
vestigation, in so far as it relates to interstate or foreign commerce; 
with a view of determining whether the rates, charges, rules, regula- 
tions and practices of respondents or any of them, are inconsistent 
with honest, economical and efficient management, or are unjust, un- 
reasonable or in any respect in violation of law, and of making such 
findings and orders in the premises, and of prescribing such just, rea- 
sonable and lawful rates, charges, rules, regulations or practices, and 
of taking such other and further action as the facts and circumstances 
May appear to warrant. 


It is further ordered, That this order be served upon all Class I 
common carriers by railroad in the United States subject to the in- 
terstate commerce act, and that such carriers be, and they are hereby, 
made respondents to this proceeding, and that notice to the public be 
given by posting copy of this order in the office of the secretary of the 
Commission. 


And it is further ordered, That this proceeding be assigned for 


hearing at such times and places as the Commission may hereafter 
direct. 





SUBIACO CASE AND ROUTING BILL 


Editor The Traffic World: 


Referring to an article by Mr. Thomas F. Woodlock re- 
cently appearing in The Wall Street Journal and reproduced 
in The Traffic World (March 21, page 534) concerning the 
above entitled subject: 

In my judgment, the article leaves an incorrect impression 
upon the minds of your many readers, and I therefore request 
that you give space in your valuable paper to my letter. I 
have addressed a letter to Mr. Woodlock on this subject, feel- 
ing sure I can convince him of the error of his premise, and 
in which I have set out what I consider the real issue in the 
so-called “Subiaco routing case.” 

It so happens that, at the time the complaint was filed, 
I was vice president of the Fort Smith, Subiaco and Rock Is- 
land Railroad Company and prepared the complaint, arranged 
for the exhibits and gave all of the testimony, following the 
case into the Supreme Court of the United States. 

Contrary to the statement contained in the article, there 
is not involved, as I see it, a Peter and Paul proposition. In 
the final analysis, what this bill does is to give to the Inter- 
state Commerce Commission a free hand in determining what 
through rates are in the public interest. I think it is eminently 
qualified to perform this duty, and further fee] that the public 
interest requires that it be given such authority. The Com- 
mission, in many of its decisions, has said that, in view of the 
Supreme Court’s ruling, it no longer has power to require 
the establishment of through rates which will short haul any 
carrier regardless of the extent to which such route may be 
in the pulbic interest. I submit that there are innumerable 
instances in which it would be found impossible to prescribe 
a joint through rate which does not short haul either the orig- 
inating or the delivering carrier, or some intermediate car- 
rier. Therefore, under a strict interpretation of the Supreme 
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Court’s ruling, a practical application of the law is well nigh 
impossible. ° 

With regard to the issue involved in the complaint of the 
Forth Smith, Subiaco and Rock Island Railroad, the following 
is pertinent: 

Fort Smith is quite a jobbing center. A great quantity 
of machinery and equipment, including cotton gin machinery 
and bagging, originates in the southeast, particularly in 
Georgia and Alabama, and moves to Fort Smith. Prior to the 
construction of the Subiaco Line to a connection with the Rock 
Island (forming another direct line from the southeast to Fort 
Smith) this traffic moved through Memphis, Tenn., thence via 
either the Frisco, Missouri Pacific or Rock Island, or via Little 
Rock in connection with the Rock Island. In the case of the 
routing via the Rock Island, traffic was surrendered to the 
Frisco at Mansfield, Ark., since the Rock Island had no entry 
into Fort Smith. 

We asked for the publication of joint rates, not from 
Missouri Pacific points, but from points beyond Memphis and 
Little Rock on the east and Fort Smith on the west. Just 
before the rates were enjoined we actually secured initial rout- 
ing on six cars of machinery originating in Georgia on the 
Southern Railway, destined to Fort Smith, Ark., routed South- 
ern to Memphis, Rock Island to Ola, Subiaco Line to Paris, 
Missouri Pacific to Fort Smith. While these cars were in transit 
the temporary injunction was granted to the Missouri Pacific 
and we were necessarily forced to reroute this shipment via 
Memphis-Missouri Pacific, since the consignees wanted Mis- 
souri Pacific delivery at Fort Smith. 

Sugar and other commodities from New Orleans could have 
been routed, if joint rates prevailed, via the Memphis gate- 
way in connection with the Rock Island-Subiaco Line, and in 
none of these instances would the Missouri Pacific have par- 
ticipated in the movement had not the Subiaco Line obtained 
this traffic through solicitation. On westbound traffic the 
Subiaco Line had control of some traffic that would have moved 
into Fort Smith from Kansas City Southern, Midland Valley, 
Frisco, and Fort Smith and Western points, or beyond these 
lines, which likewise would not have moved in connection with 
the Missouri Pacific had not the Subiaco Line obtained the 
routing. 

In each of these instances the Missouri Pacific was at no 
time in possession of the traffic. The same principle applies 
in connection with Quanah Line routing. Testimony that I 
gave in the Subiaco case, as I recall it, admitted that a car- 
rier once in possession of the traffic was entitled to its longest 
haul, provided it did not discriminate to the extent that it 
short-hauled itself by interchanging the traffic with one line 
in the general direction of the traffic, to the exclusion of an- 
other line. 

The Commission, with some limitation, passed favorably 
on the complaint of the Subiaco Line, and then when the 
Supreme Court issued its injuction against the decision, it 
did not clarify the situation. It rather muddled it because it 
did not clearly indicate in what particulars the rights of one 
carrier were superior to those of another, and, as a conse- 
quence, we find trunk lines demanding their maximum haul 
on traffic moving in both directions regardless of whether that 
carrier originates the traffic or not. It is obvious that a trunk 
line with long mileage, strategically located and reaching into 
the production and consumption territories, could in the final 
analysis strangle-hold competitive carriers. 

The Commission is unable, under the existing statute as 
interpreted by the Supreme Court of the United States, prop- 
erly to serve the public interest. Certain routes which the 
public is entitled to use because of time in transit, or to 
make available other privileges, cannot be established at all, 
due to the fact that two or more of the carriers involved 
would be short-hauled. Since not only the originating carrier 
but all carriers in the route cannot be short-hauled, it is obvi- 
ous that many routes cannot be establish at all, except by 
consent of all the carriers. That there are instances where 
attempts have been made to protect existing routes not in 
the public interest, or to establish others, is not denied. Neither 
can the statement be successfully refuted that many rate- 
making lines between two points which at the same time would 
comprise the fastest available route are not participating in 
the business because one or more carriers would be short- 
hauled. 


As an indication of the interpretation given by some car- 
riers as to the effect of the Supreme Court’s ruling in the 
“Subiaco routing case,”’ I quote verbatim from a brief filed in 
behalf of a respondent carrier to a complaint: 


Further, respondents have no objection to including the Quanah 
in any particular route that may not now be available; however, re- 
spondents feel that they alone should be the judge of what routes 
should be established. 
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April 18, 1936 


Another illustration follows: 


Respondents do object to being deprived of their right to determine 
with which line or lines they will join in the transportation of these 
commodities, bearing in mind always the mandates of the law as con- 
tained in the various sections of the interstate commerce act. 


When appearing before the House committee at Washing- 
ton recently a traffic official of a class I carrier stated that 
short-hauling always resulted in the inclusion of one or more 
additional lines. This does not “click” with the records that 
have been made in a number of Quanah Line cases. I recall 
one particularly in which the Quanah Line was denied par- 
ticipation in a through rate involving four lines, yet, as be- 
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tween themselves, class I carriers publish a rate on the identi- 
cal traffic embracing exactly seven lines. One carrier went a 
step farther—it surrendered the traffic already in its posses- 
sion, passed it to a conncting line for a haul, and received it 
back for another road haul before effecting final delivery. 

I, therefore, submit that the Interstate Commerce Commis- 
sion is the proper agency for the determination of whether 
or not a particular route is in the public interest. In other 
words, the bill will transfer the power back to the Commis- 
sion where it belongs. 

Charles H. Sommer, 
President, Quanah, Acme and Pacific Ry. Co. 


St. Louis, Mo., April 10, 1936. 





Motor Vehicle Transportation 





FAULTY MOTOR TARIFFS 


Motor vehicle tariffs that were faulty in one respect or 
another when the Commission received them on or prior to 
March 31, dated to be effective April 1, are being made avail- 
able for public inspection by the Commission force as rapidly 
as the faults are cured. They will be shown in the files of 
the Commission as having been received not later than March 


Dockets and hearing and disposition notices of 
motor truck rate committees, when and if set up, 
will be published in THE TraFFic BULLETIN and the 
Daity TraFFic Wortp and TRAFFIC BULLETIN, if de- 
sired, under the same arrangement made with the 
railroads for similar publication—namely, a share- 
the-cost plan. Figures will be given on request. 

THE TraFFic WorLD does not intend to publish 
the thousands of applications for permission to op- 
erate under the motor carrier act, but will, through 
its Special Service Department, Earle Building, 
Washington, D. C., furnish such service, in whole or 
in part, at a reasonable charge, to any who desire it. 
We are, however, publishing in our DatLy and in 
our weekly TraFric BULLETIN, digests of all motor 
truck tariffs filed with the Commission. The digests 
in THe TRAFFIC BULLETIN of April 4, 11, and 18 con- 
stitute not only a compilation of the thousands of 
motor truck tariffs filed, effective April 1, but, in 
great measure, a directory of all motor truck opera- 
tors subject to the motor carrier act. 

Though motor carrier news is segregated, as far 
as possible, in THE TRAFFIC WorRLD under the head- 
ing, “Motor Vehicle Transportation,” there is gen- 
erally much matter pertaining to the subject that 
cannot be so segregated, and one interested espe- 
cially in motor carrier news should at least glance 
through the other pages of the magazine. 





31. The corrected copies of the tariffs will show as their 
receipt dates the dates on which the faulty ones were received. 

Estimates as to the number of such tariffs run from 400 
to 1,000. It would not be surprising if there were more than 
1,000 of them. 

The most common faults are (1), failure to send in three 
copies, as requested by the Commission; and (2) failure to 
have the tariffs properly marked or numbered. There are 
other faults also. For instance, one publishing agent used 


the caption of an agency with which he was not connected 
and then subscribed himself as the issuing agent. The assump- 
tion was that he used the agency tariff as a model for his 
own and forgot to erase the agency’s name. 

All such tariffs were held up. Letters asking connection 
were written to the agent or company requesting the curing 
While such tariffs were in the 


of the infirmities pointed out. 





hands of the part of the force deputed to write letters on 
the subject the publications were not available for inspection 
or abstracting. 

As soon, however, as a faulty tariff was corrected the 
Commission began putting it into the stream of publications 
for public inspection or abstracting by those undertaking to 
inform the public as to tariffs that had been sent to the Com- 
mission in obedience to the mandate of the law requiring both 
common and contract carriers to publish their rates not later 
than April 1. 

Tariffs that were held up, as fast as their defects have 
been cured, are being put into bundles marked “miscellaneous” 
and sent to the room where they are available for inspection 
or abstracting. By marking the bundles “miscellaneous,” the 
Commission enables those interested to know that, while the 
dates of filing shown on them are March 31 or earlier, they 
were not part of the stream that began flowing through the 
public reference or inspection rooms March 31. The word 
“miscellaneous” on the outside of a bundle warns those in- 
terested in handling all tariffs that those in a bundle so marked 
are new, in the sense of having never before been available for 
inspection, notwithstanding that the receipt dates shown may 
be of days early in March. 

How long it will be before these initial tariffs are all 
cured and made available for public inspection no one han- 
dling them is willing to guess. The reason for that is that 
no one can know how long it will be before the man who 
has sent in a faulty tariff answers the Commission’s request 
for a curing of the defects. 

The fact that a man sent in something which he called a 
tariff before the end of March 31 is being treated by the 
Commission as a compliance with the law, though that part 
of the public that depends on Washington advices as to filings 
may not be advised for weeks after April 1 that such and 
such a carrier actually sent in a tariff in purported compli- 
ance with the law and the Commission’s regulations. 

The Commission, April 15, made public a large batch of 
motor tariffs that -had not theretofore been made available 
for inspection. That action increased the volume of tariffs 
beyond what had been expected in the dwindling stream. These 
tariffs were not in the class of those as to which requests had 
been made for additional copies or as to which corrections were 
necessary. Commission clerks discovered the tariffs in question 
had not been made available. 

The job of abstracting the accumulation of motor truck 
tariffs released March 31—over 25,000 of them—as well as 
current tariffs filed since then, is completed in the various issues 
of the Daily Traffic World and Traffic Bulletin and in the 
weekly Traffic Bulletin this week. Truck tariffs will. from 
now on, be abstracted currently in those publications just as 
railroad, express, and Shipping Board Bureau tariffs have been 
so abstracted for years. The three issues of The Traffic Bulletin. 
April 4, 11 and 18, contain the original motor truck tariffs and 
thus, to great extent, constitute also a directory of interstate 
motor truck operators. 


JOINT MOTOR BOARDS 

The Commission, by division 5, by order, not a report and 
order, has created joint motor board No. 10 and named Cliff 
Claypool to represent Kentucky and James P. Tierney to rep- 
resent West Virginia. 

In B. M. C. No. 50008 the Commission has assigned to 
that board, for hearing, at Charleston, W. Va., in the office 
of the West Virginia commission, the application of the Ohio 
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Valley Bus Co., Inc., of Huntington, W. Va., for a certificate 
of convenience and necessity to extend its present operations, 
as a common carrier of persons, light express, mail and news- 
papers between Huntington and Ashland, Ky., via U. S. high- 
way No. 60. 

The Commission, by division 5, has created joint board 
No. 11 for California and Oregon to be composed of Warren K. 
Brown for California and A. F. Harvey for Oregon. It has 
assigned docket No. BMC 59641 for hearing by that board 
at the offices of the California Railroad Commission, San 
Francisco, April 29, at 10 o’clock a. m. The application in 
that docket is that of Howard Patrick Doyle and Dollar Stages, 
Inc., doing business as Dollar Stages, Inc., for a certificate 
of convenience and necessity to operate as a common carrier 
for the transportation of persons in interstate commerce, be- 
tween Portland, Ore., and San Francisco, Calif., via Sacra- 
mento, Calif., over U. S. highways Nos. 99 and 40. 

The Commission, by division 5, has created joint board 
No. 12, to consider motor applications from Virginia and the 
District of Columbia. The board is composed of H. Lester 
Hooker for Virginia and James L. Martin for the District of 
Columbia. The Commission has assigned docket No. BMC 
50010 for hearing by that board at Washington, April 27. The 
docket covers the application of the Arlington & Fairfax Rail- 
way Co., for a certificate to operate as a motor carrier of per- 
sons and mail between Rosslyn, Va., and Washington, D. C. 


IMPROVEMENT OF HIGHWAYS 


“Highways pay their way by reducing the operating costs 
of vehicles using them, and on heavily traveled roads they 
return substantial profits to the public,” says the Bureau of 
Public Roads after a study of the mileage of vehicle travel 
in three states in comparison with highway expenditures. “An- 
nual payments for highways amount to slightly more than one 
cent per mile of vehicle travel on all highways in Wisconsin, 
Michigan and Minnesota, according to figures collected by this 
bureau of the U. S. Department of Agriculture. In Wisconsin 
and Michigan the payment is 1.08 cents per mile and in Minne- 
sota 1.1 cents per mile. 

“Analysis of highway costs and travel on the state sys- 
tems, which include federal-aid roads, of Wisconsin and Mich- 
igan shows that payments amount to .83 cent and .86 cent 
per mile of travel respectively. The figures for county roads 
are 1.23 cents in Wisconsin and 1.66 cents in Michigan. 

“The lower costs for main highways agree with the well 
established rule that large volumes of traffic make possible the 
construction and maintenance of high-type surfaces at a very 
low cost per mile of travel. 

“The actual saving in vehicle operating cost resulting from 
replacing a dirt road with a smooth, hard surface has been 
variously estimated and is probably not less than 3 cents a 
mile. On this basis a large mileage of highways is paying 
tremendous profits to highway users. Actual payment of gaso- 
line taxes and motor vehicle fees when distributed in proportion 
to travel on different roads, show that many highways are 
earning substantial profits for the public. 

“Travel on the roads of Minnesota is not so heavy as in 
the other two states and payments for highways amounted 
to 1.4 cents per mile of travel on the state system and 1.3 
cents per mile on county roads. 

“Payments per mile of travel on city streets ranged from 
0.5 cent to 1.08 cents and for township roads from 1.29 cents 
to 3.1 cents. 


“These figures are based on travel on all roads of each 
of the classes and are not restricted to travel on those that 
have been improved.” . 


MONEY FOR HIGHWAYS, ETC. 


The House has passed the bill (H. R. 11687) authorizing 
appropriations aggregating four hundred and forty million dol- 
lars for improvement of highways and elimination of grade 
crossing hazards in the fiscal years 1938 and 1939. 


CHICAGO CONTIGUOUS AREA CASE 

All Class I railroads, including switching lines, servicing 
Chicago, in their brief in BMC-C-3, a proceeding to determine 
the extent and area of the municipality of Chicago and 
municipalities contiguous thereto, ask the Commission in the 
event it deems a classification of motor carriers engaged in 
pick-up and delivery service for the railroads necessary that 
such carriers be given a classification which will exclude them 
from the motor carriers’ part of the interstate commerce act, 

Such a classification as they ask, they assert, should also 
include motor carriers employed in connection with the inter- 
change of freight moving through the terminal district where 
the transfer service was entirely within the switching district 
or zone prescribed by the Commission. 
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It is the position of the railroads, says the brief, that the 
operation of motor carriers employed by the railroads to per- 
form store-door pick-up and delivery service within the ter- 
minal district in connection with line haul transportation by 
rail is subject to part I of the interstate commerce act and is 
expressly excluded from part II thereof by the language in 
section 203 (a) (14) defining the term “common carrier by 
motor vehicle.” 


RAIL PURCHASE OF TRUCK LINE 


The Traffic World Washington Bureau 


J. Edward Davey, chief of the section of finance in the 
Commission’s Bureau of Motor Carriers, in docket BMC F-1, 
Pennsylvania Transfer Company of Pittsburgh proposed pur- 
chase of properties and business of Chicago-Cincinnati Motor 
Freight Lines, has recommended that the Commission deny 
the application. The proposed denial is based on a proposed 
finding that the descriptive statements and assertions on behalf 
of applicant with respect to the benefits accruing from coordina- 
tion of rail and motor services, while no doubt susceptible of 
proof, are unsupported by material facts and evidence sufficient 
to justify an order authorizing the purchase. The applicant, 
the name of which has been changed to Pennsylvania Truck 
Lines, Inc., is a subsidiary of the Pennsylvania Railroad. The 
application is part of the move by the Pennsylvania for the 
coordination of rail and truck service in the territory of the 
Pennsylvania Railroad, over 3,500 route-miles and over 7,000 
truck-miles daily, serving 955 stations. 


LIVE STOCK TRUCK TARIFFS 
The Traffic World Washington Bureau 


Inquiry at the Commission about letters written by the 
Commission’s Bureau of Motor Carriers concerning the tariff 
duty of haulers of live stock to market who carry commod- 
ities on the return trip (see Traffic World, March 21, p. 539) 
has disclosed the fact that that subject is now under consid- 
eration by the Commission. It is admitted by Director Rogers 
of the motor bureau that letters such as desscribed in that 
issue of the Traffic World were written, but he will not make 
them public on account of the fact about consideration of 
the subject by the Commission and the fact that, in his view, 
the letters do not constitute a ruling on the subject by the 
Commission. 

The question of how to handle haulers of agricultural 
products to markets who carry commodities back with them 
on the return trip came up in connection with the question 
of insurance to be carried by carriers by motor vehicle. One 
of the witnesses in the insurance hearing was David P. James, 
Jefferson City, Mo. He advised the Commission to proceed 
with caution in the matter of insurance to be carried by such 
haulers lest it hurt small operators, especially farmers hauling 
merchandise back from the cities to local merchants. (See 
Traffic World, March 21, p. 539.) 

While that hearing was on insurance to be carried by 
carriers by motor, the testimony was given by Mr. James. 
who said he represented several hundred truck operators and 
spoke particularly in the interest of small operators, includ- 
ing farmers hauling merchandise back from the city. 


MOTOR FINANCE APPLICATIONS 

No. BMC-F 22. Southern Kansas Stage Lines Co. asks for authority 
to purchase the property of L. W. Schaeffer, doing business under the 
name of Topeka-Emporia Truck Line, for $5,000. The Topeka-Em- 
poria Truck Line is the owner of a certificate for the hauling of prop- 
erty between Topeka and Emporia, Kan. 

No. BMC-F 23. Southern Kansas Stage Lines Co. asks for authority 
to purchase the properties of A. N. Weaver doing business as the 
Weaver Truck Lines, for $6,000. The Weaver Truck Lines operate 
from Salina to Mount Rose, Kan., also to St. Joseph, Mo., through 
Concordia and Marysville, Kan. 

BMC-F 21. Sooner Distributing Co., Tulsa, Okla., asks authority 
to buy the certificate of public convenience of Motorway Freight Lines, 
Dallas, Tex., for $500. 


Cc. OF C. AND AUTO MAKERS 


At the offices of the Chamber of Commerce of the United 
States and of the Automobile Manufacturers’ Association, for- 
merly the National Automobile Chamber of Commerce, it 
was stated April 14, that there was nothing to be said as to 
why the Automobile Manufacturers’ Association had permitted 
its membership in the Chamber to lapse. It was reported the 
automobile association had dropped out of the Chamber be- 
cause it was displeased over the fact that the Chamber had 
supported legislation providing for federal regulation of inter- 
state busses and trucks. The membership of the automobile 
association in the Chamber expired about two months ago, it 
was stated. 





> 








No. 16 


iat the 
to per- 
ne ter- 
ion by 
and is 
age in 
‘ier by 


iE 


|, Bureau 


in the 
C F-1, 
d pur- 
Motor 
n deny 
“oposed 
behalf 
ordina- 
‘ible of 
ifficient 
plicant, 
Truck 
d. The 
for the 
of the 
r 7,000 


n Bureau 


by the 
e tariff 
ymmod- 
p. 539) 
consid- 
Rogers 
in that 
Yt make 
tion of 
is view, 
by the 


cultural 
h them 
juestion 
e. One 
. James, 
proceed 
by such 
hauling 
3 (See 


ried by 
James, 
ors and 
includ- 


authority 
inder the 
peka-Em- 
of prop- 


authority 
ss as the 
$; operate 
through 


authority 
sht Lines, 


e United 
ion, for- 
nerce, it 
‘id as to 
ermitted 
ted the 
nber be- 
iber had 
of inter- 
tomobile 
s ago, it 





FF ene The Trelis Paeld 


PICK-UP AND DELIVERY 
The Traffic World Washington Bureau 


. Application for a nation-wide investigation and cancellation 
of railroad pick-up and delivery tariffs has been made to the 
Commission by the American Trucking Associations, Inc., and 
the Brooks Transportation Co. The latter is a common carrier 
of merchandise by motor vehicle between Richmond, Va., and 
New York City and other points. 

The petitioners claim that the railroad tariffs offering 
such service are in violation of the motor carrier part of the 
interstate commerce act. They are asserted to be illegal in 
that they are exclusively railroad tariffs which include trans- 
portation over highways by motor carrier operations, con- 
trary to the fact “that transportation ‘wholly by railroad’ be- 
gins and ends on rail’; because there has not been filed or 
submitted any joint rate or concurrence by any motor carrier 
and no certificate of convenience, or permit has been applied 
for; because the effect is to circumvent, through the device 
of tariff publication under part I of the interstate commerce 
act, the statutory requirements that authority to conduct motor 
carrier operations can only be obtained through compliance 
with the provisions of part II of the interstate commerce act; 
because they authorize allowances to shippers, which allow- 
ances are “prima facie rebates” in that the allowances are 
for services by shippers, which services the shippers are 
legally bound to perform without allowances, and authorize 
“collection and delivery” rebates to thousands of shippers who 
are tenants of the railroads and occupy railroad freight depots 
and other railroad-owned warehouses where no collection and 
delivery is necessary by either carrier or shipper; because 
they are unjustly discriminatory and unduly preferential as 
between shippers and places; because the allowances have no 
relation to the cost or value of the services either to the ship- 
pers or to the railroads, and because they combine accessorial 
services without separately stating an adequate charge; and 
because they are devices for destructive and cutthroat compe- 
tition through duplication of facilities and below cost service 
and “are monopolistic per se.” 


The petitioners assert that the trucking industry is now 
and will continue to be directly, greatly, and irreparably in- 
jured through the destruction of its business and investments 
in facilities, unless the Commission exercises its jurisdiction 
over the matters complained of. The injury is alleged to flow 
from the fact that the railroads are engaging in motor carrier 
operations without complying with the provisions of part II 
of the interstate commerce act, commonly called the motor 
carrier act, in offering pick-up and delivery service free and 
absorbing the losses in their line-haul movements and giving 
allowances which in effect are rebates to shippers. 


Asserting that “grave and fundamental principles of law 
and transportation economics are involved,” the petition fur- 
ther declares that “a monopolistic and destructive competitive 
situation” would be established if “independent truckmen 
were regulated by the Commission, while the highway opera- 
tions of the railroads were not. 


“If the conditions which have arisen by reason of these 
tariffs and motor vehicle operations are not fully investigated 
and appropriate action taken,” the petitioners declare, “the 
inevitable effect will be nullification of the purposes of the 
law and strangulation of the motor carrier industry.” 


Referring to the fact that southern railroads use the South- 
eastern Express Co. to make pick-up and deilvery, the peti- 
tioners assert that “through the express company device rail- 
roads are engaging in cutthroat competition with motor 
carriers by transporting goods at ‘express’ rates, which are 
below freight rates and include free pick-up and delivery.” 

The petitioners ask the Commission to reconsider its re- 
fusal to suspend western and southern pick-up and delivery 
tariffs, cancel all tariffs offering rebates and violating the 
motor act. 


Roads Ask Special Permission 


Eastern railroads, not including among others, the New 
York Central, Baltimore & Ohio or its affiliates, New Haven, or 
the Chesapeake & Ohio, in I. and S. No. 4191, pick-up and 
delivery in official territory, have sought special permission or 
otherwise as the Commission may deem appropriate, to publish 
and file on less than the statutory notice, schedules providing 
for pick-up and delivery service moving on less than carload or 
any-quantity rates, irrespective of the length of the haul. 

The petition is what was expected (see Traffic World, April 
11, p. 697). That is, they desire to establish free pick-up and 
delivery service without either allowance for self-service by 
shippers or surcharge on account of the length of haul, subject 
to a minimum rate of 30 cents a hundred pounds. In support 


of their petition, they set up the following propositions: 
Most of the petitioners now provide pick-up and delivery service 
at station-to-station rates for hauls not to exceed 260 miles. 
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Pending investigation of eastern lines’ suspended proposals of gen- 
eral pick-up and delivery service with allowances, petitioners desire to 
provide such pick-up and delivery as will partially protect them in 
competition with rail and other transportation agencies. 

As to most of the petitioners the authority sought does not estab- 
lish a new principle. In effect they seek a revision, not in the nature 
of the service, but rather in the charges. 

Pick-up or delivery service, or both, are available by other rail 
routes between competitive points. 

Freight forwarding companies now provide pick-up and delivery at 
rates as low or lower than petitioners’ station-to-station rates. 

The recently filed tariffs of motor carriers prove that the rates on 
which they are furnishing door-to-door service are as low or lower 
than petitioners’ station-to-station rates. 

Pick-up and delivery service of less carload freight in rail service 
has long been regarded in informed circles as a necessary transporta- 
tion development. 

The demand for pick-up and delivery of less carload freight is to- 
day virtually universal, and the railroads’ failure to provide it has met 
with severe criticism. 

Pick-up and delivery service is the first step in any program of 
modernized less carload freight service. 

Petitioners should be permitted, pending determination of sus- 
pension proceedings, to afford pick-up and delivery service at station- 
to-station rates. 


The signers of the petition are the Akron, Canton & 
Youngstown; Aroostook Valley; Baltimore & Eastern; Bangor 
& Aroostook; Bath & Hammondsport; Belfast & Moosehead 
Lake; Boston & Maine; Canadian Pacific; Central Vermont; 
Chicago & Erie; Detroit, Toledo & Ironton; Erie; Grand Trunk 
System; Long Island; Maine Central; Montpelier & Wells River; 
New Jersey & New York; New York, Susquehanna & Western; 
Norfolk & Western; Pennsylvania & Atlantic, except south of 
Highstown to Pemberton, N. J., inclusive; Pennsylvania; Pitts- 
burgh & Shawmut, Rosslyn Connecting; St. Johnsbury & Lake 
Champlain; Springfield Terminal; Suncook Valley; Wheeling 
& Lake Erie; Wilkes-Barre & Eastern; and York Utilities Co. 

The petition contains a partial list of points where its 
authors encounter pick-up and delivery service competition. 
Among the points are Chicago, Ill.; Cincinnati, O.; Decatur and 
East St. Louis, Ill.; Indianapolis, Ind.; Louisville, Ky.; Norfolk, 
Va.; St. Louis, Mo.; Terre Haute, Ind., and Washington, D. C. 

In support of the proposition that pick-up and delivery 
service has long been regarded in informed circles as a neces- 
sary transportation development, the petition quotes from an- 
nual reports of the Commission and utterances by it in Motor 
Bus and Truck Operation, 140 I. C. C. 685. It also cites the 
fact that in the report of the section of transportation service 
of Coordinator Eastman, dated March 17, 1934, it was recom- 
mended that the railroads “collect and deliver merchandise at 
the patron’s door.” 

“The railroads have a full realization that they have to 
decrease their cost of transportation charges,” says the petition. 
“With so many of their costs fixed, the simplest and easiest way 
to reduce carriers’ costs is to increase volume. This is par- 
ticularly true in the cost of handling of less carload freight. 
There is probably no way in which the carriers can more greatly 
increase their volume of less carload freight than by establish- 
ing a pick-up and delivery service; and the cost to them of the 
additional expense of collection and delivery service is far less 
than any sufficient reduction in rates necessary to return this 
business to them would be. 


“To the extent that the tariffs which the petitioners now 
seek to file will operate to afford pick-up and delivery service at 
station-to-station rates for hauls in excess of 260 miles, it should 
be noted that the quantum of the rate will in each instance be 
greater than in the cases where such service is now provided 
at the flat station rates. Therefore, to the extent, if at all, that 
the suspension may have been influenced by the conclusion that 
investigation should be had concerning the compensatory char- 
acter of the rates when such service is included, the tariffs now 
proposed are in general less subject to question than those now 
in effect. Furthermore the compensatory character of the sta- 
tion-to-station rates for door-to-door service must be judged, 
not on the basis of the shortest haul, but from the standpoint of 
the average movement, which experience indicates is upwards 
of 250 miles.” 


Cc. AND N. W. PASSENGER CHANGES 


Faster service on several Chicago and North Western trains 
between Chicago and points north will be begun April 26. The 
Shoreland will leave Chicago at 11:00 a. m. central standard 
time, an hour and a minute sooner than heretofore, and will 
arrive in Milwaukee at 12:30. It will reach Sheboygan at 2:05 
and Manitowoc at 2:50. This will be a reduction of 34 minutes 
in running time. The Winnebago will leave at 3:30 instead of 
at 3:00 and will reach Menominee, Mich., at 10:10, a reduction 
of 30 minutes in running time. The daily train leaving Chicago 
at 9:00 a. m. central standard time for Green Bay, has been 
named the Valley. It will operate on the same schedule as 
heretofore. 
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lt May Surprise You to Know That— 











ii BARRELS WERE USED FOR 
BOILER TUBES ON THE FIRST AMERICAN- 
BUILT LOCOMOTIVE SUCCESSFULLY TO 
BE RUN OVER THE TRACKS OF AN 
ESTABLISHED U.S. RAILROAD. THIS 
PIONEER ENGINE, BUILT IN 1630 BY 
PETER COOPER FOR THE B & 0, 
DEVELOPED ONLY 1.43 H.P. 








BA \ANNEY 


DRY GOODS MERCHANT, 


; idl CONFEDERATE ARMY OFFICER, AND INVENTOR 
las mane dn OF THE NOW-STANDARD “CLUTCHING FINGERS” 
POWERED PLANE BUILT EARLY IN THE TYPE OF AUTOMATIC COUPLER. ALTHOUGH 
1890'S BY THE AMERICAN BORN SIR HIRAM LACKING MECHANICAL EXPERIENCE, JANNEY 
SS al at eres owe, Saale Sea pi ae 
GAINED THE SUPPORT NEEDED TO 
AND TORE LOOSE FROM ITS FOUNDATIONS CARRY OUT TESTS, AND PERFECTED THE ONLY DEVICE 
A SAFETY ‘TRACK TO WHICH THE WHICH, IN THE COMPETITIVE TESTS OF 1967, MET 
PLANE DELIBERATELY eee wicr EXACTING M.C.B. REQUIREMENTS. TO SPEED UP 
ig eng wipe haan wenn PRODUCTION, JANNEY OPENED UP THE FIELD To 
FLYING | LIMINAR COMPETITIVE MANUFACTURERS BY WAIVING HIS 


THEN BEING MADE. PATENT RIGATS TO COUPLER-CONTOUR LINES. 
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Water Transportation 





OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


Fixtures of grain cargoes out of Montreal continued to 
feature the full cargo market last week, a number of additional 
fixtures being consummated and, though this activity subsided 
somewhat with the coming of the Easter holidays, further busi- 
ness in this direction was expected to develop and shipowners 
revised their ideas upward. Navigation at Montreal opened 
April 13 with the arrival of the British tramp steamer West 
Wales from Argentina with a cargo of linseed from Rosario and 
Santa Fe. The trade was interested in the projected meeting of 
British shipowners this week to discuss revision of grain rates. 

Grain fixtures included three vessels of about 3,000 net 
tons from Montreal to picked ports in the U. K., all done on 
the basis of 1s 10%d, one for the first half and the other two 
for the last half of May loading. A vessel of 3,336 net was 
fixed from Montreal to Antwerp-Rotterdam at 1s 9d for the 
last half of May. Another steamer was fixed from Montreal 
to a, and/or Hull at 1s 10%d if May 8-15 or 1s 9d if May 
16-20. 

Activity in the time charter market subsided somewhat last 
week and business done was confined to the West Indies and 
Canadian trades, mostly for round trips. Fixtures of an Amer- 
ican steamer of 2,890 net tons for a round trip in the inter- 
coastal trade for April loading was reported from the Pacific 
Coast but was denied in Eastern chartering circles. 

Scrap iron chartering revived somewhat. Fixtures included 
three vessels to the U. K., one of 7,000 tons from the Gulf at 13s 
for the first half of May, another of 1,003 net from the North 
Atlantic range at 12s 9d for prompt loading and the third of 
6,000 tons deadweight from Boston at 12s 6d f. d. for late April 
loading. A motorship of 2,593 net tons was fixed from two Gulf 
ports to two Japanese ports on the basis of 14s for April-May 
loading. 

Business in the export coal trade was inactive. 

Trans-Atlantic sugar business was at a standstill but the 
West Indies time charter trade was expected to show consider- 
able interest in the announcement in Washington that Cuba’s 
new sugar quota had been placed at 1,982,401 tons, an increase 
of 129,826 tons. 

In the tankers trade a 9,000 ton motorship, clean, was fixed 
from the Gulf for one round voyage in the Montreal trade at 7s 
for April loading, delivery Gulf. A 6,000 ton steamer took a 
cargo of lubricating oil from the Gulf to five ports in Italy on 
lump sum basis, £6,000, for April-May loading. From Philadel- 
phia a clean vessel of 8,500 tons was fixed for Lisbon and/or 
Leixoes at 12s 6d for May loading. 


Intercoastal Steamship Meetings 


Continuing the meetings which have been in session for 
two weeks, the intercoastal steamship operators were reported 
this week to have reached a virtual agreement on rate struc- 
ture following the session held April 15. With the exception 
of the Shepard Line, the operators were said to be in agree- 
ment on a single rate structure, based on the rates previously 
charged by the “A” class ships in the trade. The Shepard 
Line, however, notified the other lines that it would quote 
such rates as it believed should be charged by its ships, which 
are among the slower vessels in the trade. The Nelson Line 
did not announce its position, it was understood, due to finan- 
cial difficulties in which it is now involved, but it was expected 
to join with the majority. 

It was also reported that a completely new administrative 
organization would be selected to replace that headed by Rob- 
ert C. Thackara, former chairman of the old U. S. Intercoastal 
Conference. 


It was reported that H. S. Brown, chief of the division of 
regulation of the Shipping Board Bureau, who attended one 
of the meetings, notified the operators that the bureau favored 
a single system of rates. 

In a report sent to New York Dock Commissioner John 
McKenzie, Comptroller Frank J. Taylor suggested that, in 
view of the eighteen city-owned steamship piers now vacant, a 
further modification of the rental formula might be necessary 
to enable the city to obtain occupants for these piers. The 
report presented a formula under which the annual rental of 
the piers might be modified. 

The board of directors of the Maritime Association of the 





Port of New York went on record April 14 in opposition to the 
Shaver bill, pending before the New York state legislature, 
under which tolls would be collected on the New York State 
Barge Canal system. Enactment of the legislation, the board 
said, would impose a severe hardship on the people of the state 
who could not afford an increase in the price of those com- 
modities which are now transported on the canal system at low 
cost. It added that if the bill were enacted the State of New 
York would lose a Federal allotment of $27,000,000 granted for 
certain improvements of the canal system. 


The association endorsed the Leary bill, H. R. 11,581, which 
wuold prohibit abandonment of vessels on the banks of navigable 
streams. 

False Billing 


W. H. Brusche, chairman of the Legislative Committee of 
the Shippers’ Conference of Greater New York, announced 
that letters had been sent to members of the House from New 
York and New Jersey opposing S. 3467, which would amend the 
provisions of the shipping act pertaining to “false billing.” 

The letter said, in part: 


We are not opposed to legislation penalizing a shipper for false 
billing or fraudulent representation to obtain a lower rate than that 
which would otherwise apply on a given shipment if properly described. 

Our objection to this bill as it is now written is based on the 
broad language contained therein which prevents a shipper from ne- 
gotiating for rates to cover the carriage of shipments moving in for- 
eign commerce at less than the ‘“‘regular’’ rates, although the bill 
makes no attempt to define what is meant by the term “‘regular’’ rates 
and there are no ‘‘regular’’ rates published by steamship lines in the 
offshore trade. 

The bill also goes one step further by providing that a shipper or 
receiver may not accept any charge for such transportation which is 
less than the ‘‘regular’’ steamship rate, which presumably applies even 
in cases where the carrier voluntarily offers to apply a reduced charge. 
As a matter of fact there are no uniform rates applicable via the water 
lines in a given steamship trade where some are members of a steam- 
ship conference and others are not. No tribunal is vested with the 
authority to fix such rates. 

It is the practice of conference and non-conference steamship lines 
to solicit cargo by offering contract rates to a shipper or receiver for a 
given amount of his business, and such contract rates are invariably 
lower than that otherwise applicable. In cases where a shipper or 
consignee is given a contract which may be applicable via one steam- 
ship line or a group of steamship lines, it might well be construed to 
be a violation of the proposed law to accept such a rate even though 
it be filed with the Shipping Board Bureau. 

Furthermore, if—as is so often the case—an American shipper 
found it necessary to have his merchandise move at a minimum rate 
in order to reach a foreign market, and secured various quotations 
from competitive steamship lines, he would be guilty of violating the 
terms of the pending bill. This would be true even in cases where the 
exporter for one reason or another did not ship the merchandise. 


The letter also urged that the term “regular rates” be 
clearly defined; that the words “or any other device or means” 
as appears on page 1, line 10, and page 2, line 5, be stricken 
out, and that the penalty provisions of the bill be made to apply 
equally against the carrier and the shipper. 


WATER CARRIER AGREEMEITS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 
amended: 

Agreements Approved 


Agreement No. 4705, between Nelson Steamship Company and 
Shaver Forwarding Company providing for the transportation of cargo 
under through bills of lading between Vancouver, Wash., and United 
States Atlantic Coast ports, with transhipment at Portland, Ore. 

Agreement No. 4913, between United Steam Ship Co. of New Zea- 
land, Ltd., Canadian Pacific Railway Company, the Border Line Trans- 
portation Company, and Luckenbach Gulf Steamship Company, Inc., 
providing for the transportation of cargo under through bills of lading 
from Australia, Tasmania, New Zealand, and Fiji Islands to United 
States Gulf of Mexico ports, with transhipment at Vancouver and 
Seattle. 

Agreement No. 4936, between Gulf Pacific Mail Line, Ltd., and 
Ocean Dominion Steamship Corporation providing for the transporta- 
tion of cargo, except lumber, under through bills of lading from United 
States Pacific Coast ports to the North Coast of South America and 
the Caribbean Sea, with transhipment at New Orleans. 

Agreement No. 5003, between American-Hawaliian Steamship Com- 
pany, William Steamship Corporation, and Frank Waterhouse & Com- 
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pany of Canada, Ltd., providing for the transportation of cargo under 
through bills of lading from United States Atlantic Coast ports to 
Vancouver and Victoria, B. C., with transhipment at Seattle or Tacoma, 
Wash. 

Agreement No. 5037, between Williams Steamship Corporation, the 
California Transportation Company, Sacramento Navigation Company, 
and Fay Transportation Company providing for the transportation of 
cargo under through bills of lading between United States Atlantic 
Coast ports and Sacramento and Stockton, with transhipment at San 
Francisco. 

Agreement No. 5038, between American-Hawaiian Steamship Com- 
pany, the California Transportation Company, Sacramento Navigation 
Company, and Fay Transportation Company providing for the trans- 
portation of cargo under through bills of lading between United States 
Atlantic Coast ports and Sacramento and Stockton, with transhipment 
at San Francisco. 

Agreement No. 4755, between Luckenbach Gulf Steamship Com- 
pany, Inc., and Ocean Dominion Steamship Corporation (Aluminum 
Line), providing for the transportation of cargo, except lumber, under 
through bills of lading from certain specified United States Pacific 
Coast ports to the North Coast of South America and the Caribbean 
Sea, with transhipment at New Orleans. 

Agreement No. 4935, between Swayne & Hoyt, Ltd., and Ocean 
Dominion Steamship Corporation (Aluminum Line), providing for the 
transportation of cargo, except lumber, under through bills of lading 
from United States Pacific Coast ports to the North Coast of South 
America and the Carihbean Sea, with transhipment at New Orleans. 

Agreement No. 4965, between Tacoma Oriental Steamship Com- 
pany and Luckenbach Gulf Steamship Company, Inc., providing for 
the transportation of cargo except silk, bullion, and specie, under 
through bills of lading from Japan, Korea, Formosa, Siberia, Man- 
churia, China, Hongkong, Indo China, and the Philippine Islands to 
United States Gulf of Mexico ports, with transhipment at Seattle, 
Tacoma, Portland, Los Angeles, or San Francisco. 

Agreement No. 4966, between American Mail Line, Ltd., and Luck- 
enbach Gulf Steamship Company, Inc., providing for the transportation 
of cargo, except silk, bullion, and specie, under through bills of lading 
from Japan, Korea, Formosa, Siberia, Manchuria, China, Hongkong, 
Indo China, and the Philippine Islands to United States Gulf of Mexico 
ports, with transhipment at Seattle, Tacoma, Portland, Los Angeles, 
or San Francisco. 

Agreement No. 5010, between Ocean Shipping Co., Ltd., Border 
Line Transportation Co., Frank Waterhouse & Co., of Canada, Ltd., 
and Luckenbach Steamship Company, Inc., providing for the transporta- 
tion of cargo under through bills of lading from China, Hongkong, 
Manchuria, and Japan, to United States Atlantic Coast ports, with 
transhipment at Vancouver, B. C., and Seattle, Wash. 

Agreement No. 5011, between Ocean Shipping Co., Ltd., Border 
Line Transportation Co., Frank Waterhouse & Co. of Canada, Ltd., 
and Luckenbach Gulf Steamship Company, Inc., providing for the 
transportation of cargo under through bills of lading from China, 
Hongkong, Manchuria, and Japan, to United States Gulf of Mexico 
ports, with transhipment at Vancouver, B. C., and Seattle, Wash. 

Agreement No. 5041, between American Mail Line, Ltd., and Luck- 
enbach Steamship Company, Inc., providing for the transportation 
of raw silk under through bills of lading from Japan, Korea, Formosa, 
Manchuria, China, Hongkong, and Indo China, to United States Atlantic 
Coast ports with transhipment at Seattle, thence rail connections to 
San Francisco for delivery to intercoastal carrier. 

Agreement No. 4188-4, between Florida East Coast Car Ferry Com- 
pany, Seatrain Lines, Inc., Standard Fruit and Steamship Company 
and United Fruit Company modifying agreement of the Gulf and South 
Atlantic Havana Steamship Conference to permit refund or remittance 
in part of freight or other transportation charges by agreement of the 
parties. 

Agreement No. 4189-3, between New York and Cuba Mail Steam- 
ship Company, Seatrain Lines, Inc., United Fruit Company et al., 
modifying agreement of the Havana Steamship Conference to permit 
refund or remittance in part of freight or other transportation charges 
by agreement of the parties. 


Agreement No. 5080, between New York and Cuba Mail Steamship 
Company, Seatrain Lines, Inc., Standard Fruit and Steamship Com- 
pany, United Fruit Company and the other carriers comprising the 
membership of the Havana Steamship Conference and the Gulf and 
South Atlantic Havana Steamship Conference adopting uniform form 
of agreement between mémber lines of the two conferences and re- 
ceivers of cargo in Cuba providing for allowances, as set forth in tariffs 
of the conferences, to such receivers of cargo patronizing vessels of 
the parties to the agreement exclusively. 


Conference Agreement No. 162-1, between Kerr Steamship Com- 
pany, Inc., A. F. Klaveness Company A/S, N. V. Stoomvaart Maat- 
schappij ‘‘Nederland,’’ and N. V. Rotterdamsche Lloyd, modifying 
agreement of the Pacific-Dutch East Indies Conference to prohibit 
payment of brokerage on all local cargo and to define the territory 
of origin of cargo on which brokerage may be paid. 


Agreements Cancelled 


Arrangement between Los Angeles Steamship Company and Swayne 
& Hoyt, Ltd., and the arrangement between California Steamship 
Company and Swayne & Hoyt, Ltd., included in Agreement No. 2625, 
which provides for the transportation of cargo through bills of lading 
between San Diego and United States Gulf ports, with transhipment 
at Los Angeles Harbor. 

Arrangement between Los Angeles Steamship Company and Luck- 
enbach Gulf Steamship Company, Inc., and the arrangement between 
California Steamship Company and Luckenbach Gulf Steamship Com- 
pany, Inc., included in Agreement No. 2759, which provides for the 
transportation of cargo under through bills of lading from United 
States Gulf ports to San Diego, with transhipment at Los Angeles 
Harbor. 
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Agreement No. 1794, between Luckenbach Gulf Steamship Com- 
pany, Inc., and Aluminum Line, which has been superseded by agree- 
ment numbered 4755. 

Agreement No. 1789, between Swayne & Hoyt, Ltd., and Aluminum 
Line, which has been superseded by agreement numbered 4935. 

Agreement No. 3600, between Tacoma Oriental Steamship Company 
and Luckenbach Gulf Steamship Company, Inc., which has been super- 
seded by agreement numbered 4965. 

Agreement No. 1325, as amended, between American Mail Line. 
Ltd., and Luckenbach Gulf Steamship Company, Inc., which has been 
superseded by agreement numbered 4966. 

Agreement No. 3172, between Ocean Shipping Co., Ltd., Border 
Line Transportation Co., Frank Waterhouse & Co. of Canada, Ltd., 
Luckenbach Steamship Company, Inc., and Luckenbach Gulf Steam- 
ship Company, Inc., which has been superseded by agreements num- 
bered 5010 and 5011. 

Agreement No. 2563, between American Mail Line, Ltd., and Luck- 
enbach Steamship Company, Inc., which has been superseded by agree- 
ment numbered 5041. 


SHIPPER AND WATER AGREEMENT 


An agreement among carriers by water, though on file 
with the Shipping Board Bureau, in the view of Justice Valente 
of the Supreme Court of New York, is not binding on shippers. 
A carrier breaking such an agreement, in his opinion, may 
be subject to a private suit by another signatory carrier, but 
runs afoul of no statutory prohibition. 

Justice Valente’s views as to the weight of agreements 
among carriers by water in relation to rates charged to ship- 
pers are set forth in an opinion rendered by him in Belmont 
Iron Works vs. Pacific Direct Line, Inc. The justice, sitting 
in trial term, directed a verdict of $3,139.50 for the iron works 
as overcharge reparation on account of the ship line having 
charged more for the transportation of structural steel from 
Chester, Pa., to Pearl Harbor, Hawaii, than the charges that 
would have accrued on a rate quoted to the Belmont company 
by agents of the steamer line who later booked the shipment 
at a through rate of $9.80 a net ton, which the justice referred 
to as the “contract price.” 

In the estimation of Ernie Adamson, who was interested 
in the case, the questions involved in the case were quite novel. 
In substance, he said, the steamship line contended that a 
“division agreement” on file with the Shipping Board Bureau, 
had the same binding force and effect on shippers as a tariff. 
He added that the court had determined that such agreements 
did not bind shippers. 

When the shipper received his bill of lading, about a week 
after the sailing, he noted that the charge was $3,139.50 greater 
than, as the justice said, “the contract price,” that is, the $9.80 
a ton. The shipper returned the bill, protesting the alleged 
overcharge. 

“Defendant maintained and maintains now as its defense,’ 
said Justice Valente, “that the price billed was the minimum 
rate it could charge under both the provisions of its ‘agree- 
ment’ with the Matson Line on file with the Shipping Board 
as of May 4, 1934, and under the appropriate sections of 
the shipping act of 1916. Plaintiff, under threat of having 
its shipment delayed at port of delivery, paid the alleged 
overcharge and now sues for its recovery. The question we are 
concerned with is whether the shipping act of 1916 provides for 
the fixing of minimum rates for transportation of goods less 
than which the carrier is forbidden to charge. There is nothing 


,in that act which specifically so provides.” 


In disposing of the case, Justice Valente said: 


The defendant had on file with the Shipping Board as of May 
4, 1934, an agreement entered into with the Matson Line. That agree- 
ment incorporated the rates fixed by the Atlantic Gulf Hawaiian Con- 
ference as the minimum tariffs to be charged, by providing that 
through rates shall be no lower than those established by that con- 
ference. The contract charge was lower than the conference rate. In 
section 814 the shipping act contemplates the formation of these agree- 
ments. But it invests them with no statutory obligation. It merely pro- 
vides that such agreements shall be filed, that unless filed and ap- 
proved it shall be unlawful to carry out any such agreement, and that 
they are subject to the board’s control. It provides no method for 
their enforcement, nor does it compel a carrier. to abide by its agree- 
ment once made. The carrier breaking the agreement may be sub- 
ject to a private suit by the other signatory carrier, but runs afoul 
of no statutory prohibition. 

I am, therefore, of the opinion that the Shipping Act of 1916 not 
providing for the establishment of minimum rates, judgment must be 
rendered for the plaintiff for the amount of the overcharge; and I 
accordingly direct a verdict for plaintiff for $3,139.50. Ten days’ 
stay granted. 





GULF RATES TO SAN DIEGO 


In Shipping Board Bureau docket No. 194, gulf intercoastal 
rates to and from San Diego, Cal., the port of San Diego, by 
C. F. Reynolds, traffic manager, has petitioned for reconsidera- 
tion and modification of the decision and orders of the Depart- 
ment of Commerce. It is alleged that San Diego is discriminated 
against under this decision, and other Pacific ports preferred. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





(Circuit Court of Appeals, Sixth Circuit.) Evidence held 
to show that vessel on which cargo was damaged was owned 
by individual in whose name it was registered, and not by 
corporation, as regards right of individual to limitation of 
liability (46 U. S. C. A., sec. 183). (In re Great Lakes Transit 
Corporation, 81 Fed. Rep. (2d) 441.) 

Finding based on evidence given by witnesses in open 
court is presumptively correct and places on party attacking 
it on review heavier burden than would otherwise rest upon 
him.—Ibid. 

In proceeding to limit liability, evidence justified finding 
that barge on which cargo was damaged was unseaworthy and 
that due diligence was not exercised by owner to make her sea- 
worthy (46 U.S. C. A., sec. 183).—Ibid. 

Where owner did not exercise due diligence to make ves- 
sel on which cargo was damaged seaworthy, there could be no 
immunity from liability under Canadian statute, though own- 
er’s dereliction had no causal connection with loss. 

Canadian Water Carriage of Goods Act, sec. 6 (Rev. St. 
Canada 1927, vol. 4, c. 207), provides that if shipowner exer- 
cised due diligence to make the ship in all respects seaworthy 
and properly manned, equipped and supplied, neither the ship 
nor the owner shall become or be held responsible for loss or 
damage resulting from faults or errors in navigation or in man- 
agement of the ship, or from latent defects.—Ibid. 

In proceeding to limit liability for damage to cargo, evi- 
dence showed that shipping contract was vessel owner’s per- 
sonal contract (46 U. S. C. A., sec. 183).—Ibid. 

Where shipping contract was personal, even if warranty 
of seaworthiness was not enough to defeat limitation where 
loss was occasioned by subsequently occurring fault or defect, 
vessel owner was not entitled to limitation of liability for dam- 
age to cargo where he did not prove lack of privity or knowl- 
edge of defect causing loss (46 U. S. C. A., sec. 183).—Ibid. 

Statute does not require that owner’s knowledge of un- 
seaworthiness of vessel causing loss to cargo be actual to 
prevent limitation of liability, but it may be imputed if some- 
one in charge for owner had general authority to act and by 
ordinary care could have discovered fault (46 U. S. C. A,, 
sec. 183).—Ibid. 

Court’s referring case to commissioner for determination 
of amount of damage to cargo after dismissing petition for 
limitation of vessel owner’s liability and adjudging liability 
against owner was proper (46 U. S. C. A., sec. 183).—Ibid. 


SHIP SUBSIDY LEGISLATION 


“A critical situation has arisen in Congress with regard 
to ship subsidy legislation,” said Harper Sibley, president of 
the Chamber of Commerce of the United States, in a letter 
sent to members this week. 

“A group of senators have announced their intention of 
fighting the ship subsidy bill, S. 3500, favorably reported by 
the Senate committee on commerce, and of substituting for it 
a bill, S. 4110, which would almost inevitably result in a large- 
scale return to government ownership of shipping. 

“The Chamber’s membership as a matter of long stand- 
ing policy and, particularly in the light of the expensive and 
unsatisfactory experience with government-owned shipping in 
the years following the world war, has strongly opposed any 
steps which would be likely to bring back government owner- 
ship. To avoid this and at the same time secure the merchant 
marine which the public interest demands, the membership 
has repeatedly expressed its support for such reasonable aids 
to shipping as are essential to an adequate privately-owned 
merchant marine.” 

Mr. Sibley said the issue of private versus government 
ownership of shipping probably would shortly come to a head 
on the floor of the Senate in the consideration of S. 3500, 
generally referred to as the Copeland bill, and S. 4110, the 
Guffey bill. 

The following main features of the Copeland bill have the 
Chamber’s approval: 


A definite policy of private ownership and operation of the mer- 
chant marine. 
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Provision for carriage in American bottoms of our domestic water- 
borne commerce and a substantial portion of our export and import 
trade, including service on all essential trade routes. 

Provision of adequate and suitable vessels for naval and auxiliary 
use in time of war or national emergency. 

Construction and operating subsidies to offset our higher ship- 
building and operating costs. 

Requirements in subsidy contracts for building of suitable new 
vessels. 

Establishment of a single governmental agency to handle adminis- 
tration of ship subsidy contracts. 

Vesting of regulatory authority over foreign commerce in a 
quasi-judicial body. 


Other features, the Chamber holds, should be eliminated 
or changed to meet the requirements of a successfully privately- 
owned and operated merchant marine. These features are 
listed as follows: 


Mandatory cancellation of existing ocean mail contracts should be 
eliminated. 

Purchase and sale of vessels by the Maritime Authority and con- 
struction of merchant vessels in navy yards should not be permitted. 

The system of limitation of profits is wrong in principle. Re- 
capture of profits, recently abandoned by Congress as a failure in the 
case of the railroads, whose earnings are reasonably stable, is most 
inappropriate for such industries as shipping and shipbuilding. 

Provisions for wage-fixing by the government for ships receiving 
aid would violate principles of private operation and management, 
which should be preserved in the shipping field as elsewhere. 


“The Guffey bill,” the Chamber declares, “would almost 
inevitably result in a large-scale return to government owner- 
ship of shipping. Although ostensibly intended to establish 
a privately-owned and operated merchant marine, it includes 
provisions which would make this practically impossible.” 

President Roosevelt has not yet indicated what he will 
do specifically, if anything, about the ship subsidy legislative 
situation. The present indications are, as they have been for 
weeks, that the chances for enactment at this session of new 
subsidy legislation are not favorable. 





INTERCOASTAL CARGO CHARGES 

Reparation on account of imposition of assembling and dis- 
tributing charges is asked in Shipping Board Bureau docket 
No. 393, Samson Tire & Rubber Corporation vs. Dollar Steam- 
ship Lines, Inc., Ltd. 

In No. 394, Samson Tire & Rubber Corporation vs. Luck- 
enbach Steamship Co., Inc., complainant asks reparation on 
account of imposition of assembling and distributing charges 
on intercoastal shipments. 

In No. 392, Swift & Co. vs. American-Hawaiian Steamship 
Co. et al., reparation is sought on account of imposition of so- 
called handling and or assembling and distributing charges 
at San Diego, Los Angeles and Long Beach, Calif. 





IMPROVEMENT OF WATERWAYS 


Secretary of War Dern has announced allotment of water- 
way funds as follows: Allegheny River and Ohio River, $400,- 
000 for repairs at lock and dam No. 4 near Natrona, Pa., and 
$260,000 for repairs at Emsworth lock and dam, Emsworth, Pa.; 
Appomattox River, Va., dredging, $18,000; Manatee River, Fla., 
dredging, $13,000; Indiana Harbor, Ind., dredging, $94,000, and 
$45,000 for examinations, surveys and contingencies in Provi- 
dence, R. I., district. ., 


FLORIDA SHIP CANAL 


The Florida ship canal will be “out,” according to Presi- 
dent Roosevelt, if Congress does not make appropriations for 
the prosecution of that work. The President at his press con- 
ference April 15 said that no further allowances would be made 
to the canal project from any funds appropriated by Congress 
for relief purposes. He added that unless Congress made 
appropriations the project would be “out.” The President has 
allotted $5,400,000 for the project. Congress thus far has re- 
fused to appropriate money for it. 


EXPORT AND IMPORT INQUIRY 


The Commission, in No. 27366, export and import rates 
to and from Atlantic and Gulf ports, has instituted an inquiry 
to determine whether, in export and import rates to and from 
Central Territory, there is preference for Canadian ports and 
prejudice against American ports, and what should be done 
about the matter. Institution of this inquiry is in accordance 
with the announcement the Commission made when it refused 
to suspend export and import rates, as requested by southern 
ports, that became effective April 10. Such parts of I. and S. 
3718, export and import rates to and from southern ports, as 
are pertinent to this inquiry are made a part of this proceed- 
ing. 





ST ee 


= 
oe 





= 


ae 


ne 





























































bP 


se ea Base TK 


pt es 


fn ie et 





IEA hashed PRS eye oe aes 


































































PAGE 742 







In instituting an investigation into the character of export 
and import rates to and from central territory via Atlantic 
and Gulf ports on the one hand and the Canadian ports of 
Montreal, St. John and Halifax, on the other, No. 27366, export 
and import rates to and from Atlantic and Gulf ports, the 
Commission gave formal recognition to the allegations of south- 
ern interests, particularly New Orleans and southern railroads, 
that the export and import rates to and from Canadian ports 
in which United States lines participated unduly prejudiced 
the southern ports and unduly preferred the Canadian ports. 
All carriers participating in the traffic covered by the order 
instituting the investigation are made respondents in the pro- 
ceeding. 

The recital as to what caused the order and the order 
itself were given unusual consideration by the Commission 
before it was made public. Dealing, as it did, with rates to 
and from Canadian ports into and out of the United States, 
it is understood the order was handled with unusual care be- 
cause it affected the Canadian ports and rates over which the 
Commission could exercise jurisdiction only to and from the 
international boundary. The recital and substantive part of the 
order follow: 


The rates and charges of carriers by railroad subject to the inter- 
state commerce act applicable on export and import traffic from and 
to central territory to and from Atlantic, Gulf, and Canadian ports 
being under consideration: 

It is ordered, That an investigation be, and it is hereby, instituted, 
to determine whether and to what extent, if any, the rates and charges 
of carriers by railroad, or by railroad and water, applicable to the 
transportation of export and import traffic from and to central terri- 
tory to and from United States ports on the Atlantic and Gulf coasts 
and the Canadian ports of Montreal, Quebec, St. John, New Bruns- 
wick and Halifax, Nova Scotia, Canada, are unduly prejudicial to 
any of said United States ports, to traffic moving through said 
ports, to persons interested in the movement of traffic through said 
ports, or to carriers serving said ports or participating in the move- 
ment of traffic through said ports, and unduly preferential of either of 
the said Canadian ports, of traffic moving through said Canadian ports, 
of persons interested in the movement of traffic through said Cana- 
dian ports, or of carriers participating in the movement of traffic 
through said Canadian ports, and what, if any, revision of such rates 
may and should be required by order or orders of the Commission 
under the provisions of the interstate commerce act to remove the 
undue prejudice and preference, if any, found to exist. 


WATER CARRIER DEPRECIATION 


The Commission, by division 4, in No. 15780, depreciation 
charges of carriers by water, has changed the effective date of 
its August 1, 1935, order in that proceeding, as to filings to be 
made by affected carriers, from September 1, 1936, to August 
1, 1937. As its order now stands carriers by water are required 
to file with the Commission estimates of percentage rates of 
depreciation on September 1, next. This change puts off that 
date to August 1, 1937. 

That order of August 1, 1935, has also been modified by 
the addition of a second proviso to paragraph 6 saying, “pro- 
vided further, that, until such time as specific rates are pre- 
scribed by the Commission carriers by water shall develop and 
apply depreciation rates in conformity with the method out- 
lined in this order.” 

In all other respects the order of August 1, 1935, is to be- 
come effective January 1, 1937, as provided therein. 





NEW YORK BARGE CANAL 


Senator Copeland, of New York, has submitted to the 
Senate a resolution of the legislature of his state asking Con- 
gress to appropriate annually to the use of the state the sum 
of $2,500,000 for the maintenance and operating expenses of 
the New York State Canal system. 

It is stated in the resolution that the canal system is and 
has been available to the shipping of all the states, that there 
is no other state that maintains a canal or canals for the use 
of the public at its own expense, and that the state of New 
York contributes annually to the federal government more 
money than any other state in the union which for the last 
fiscal year amounted to $724,000,000. 

The federal government, says the resolution, in 1934 ap- 
propriated $27,000,000 for the deepening of a portion of the 
canal system without the condition that the state surrender 
title to the system. In 1931, it said, Congress passed legisla- 
tion appropriating $2,500,000 for maintenance of the system 
provided the state surrendered its title to the system which 
the state refused to do. 


REPRESENTATION OF EMPLOYES 
The National Mediation Board has certified that the 
Brotherhood of Maintenance of Way Employes has been des- 


ignated to represent maintenance of way employes of the New 
York, New Haven & Hartford. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Rates—Contract Motor Carrier 


Ohio.—Question: Can a contract carrier filing a tariff, 
charge with permission of the firm he works for, a greater 
amount than what the tariff calls for? 

Answer: Under the provisions of Section 218 (a) of the 
Motor Carrier Act, 1935, it is the duty of every contract carrier 
by motor vehicle to file with the Commission schedules or, in 
the discretion of the Commission, copies of contracts containing 
the minimum charges of such carrier for the transportation of 
property in interstate or foreign commerce, and any rule, 
regulation, or practice affecting such charges and the value of 
the service thereunder. No such carrier may demand a less 
compensation for such transportation than the charge filed 
in accordance with this paragraph and it shall be unlawful for 
any such carrier to charge, accept, or receive less than the 
minimum charge so filed. 

There is, however, no prohibition against the charging of 
a greater amount than that specified in the tariff publishing 
minimum charges. That is, the charges are minimum charges 
and not maximum charges. 


Tariff Interpretation—Omission of Rate from Reissue of Tariff 


Missouri.—Question: A party shipped a car of cocoa butter 
from Brooklyn, New York, on October 15, via Steamship c/o 
N. & W.-Big 4-T. P. & W.-Santa Fe. Freight Tariff 32-B, 
effective October 4th, failed to provide carload rating on this 
commodity of class 374%, which I understand, was an error 
publication, as the previous issue of this tariff carried such a 
rating and the present tariff was corrected effective October 24 
in Supplement 2, Item 3245, making the rate, after that date, 
78 cents. 

What, in your opinion, is the proper rate applicable on this 
shipment, carriers contending the proper rate, on Quincy or 
East Hannibal combination, is 92 cents through, using Atlantic 
Seaboard Tariff 31-A and W. T. L. 230-A? Our contention is 
that the correct rate is 78 cents, inasmuch as this rate was 
omitted from Tariff 32-B, which we think was an error, because 
of the fact that, effective October 24th, the rate of 78 cents was 
reestablished in that publication. 

Answer: Regardless of the fact that an error is made in 
publication of a tariff in that a rate published in a previous 
tariff is omitted from the reissue of that tariff, such rate may 
not be applied until the tariff has been amended to publish the 
rate or it has been published in another tariff. Therefore, dur- 
ing the interval between October 4 and October 24 the com- 
bination rate of 92 cents, if such rate represents the lowest 
through rate, is the applicable rate. 

In all probability, however, under the circumstances, the 
carrier would be willing to submit an application to the Com- 
mission on the Comimssion’s special docket, asking for authority 
to refund the difference between 78 cents and 92 cents on 
shipments which may have moved during the time the rate of 
92 cents applied. 


Damage—Measure of—Special 


New York.—Question: We would appreciate your opinion 
on the following: 

A carload shipment is invoiced on the four-payment plan, 
the quarterly instalments due on the 7th, 14th, 21st and 28th 
days after arrival, with price protection during the four-pay- 
ment periods. 

During this period there was a price decline fifteen days 
after arrival, and had shipment been handled with reasonable 
despatch an adjustment by us would have been necessary on 
but two of the quarterly payments. 
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However, due to mishandling of car on the part of the 
carrier it was delayed in transit eight days, and this delay 
made it necessary to make adjustment in price on three of the 
quarterly payments. 

In your opinion, can the carrier be held responsible for the 
adjustment in price on the extra quarterly payment, due to the 
unreasonable delay in transit, they having waybilled the ship- 
ment to a point other than that shown on the bill of lading? 

Answer: It is a rule of universal application that damages 
recoverable for delay in transportation must be such as might 
reasonably have been contemplated by the parties at the time 
the contract of carriage was made, and that special damages 
for delay are recoverable only in case the shipper, at or before 
the time he tendered his goods for shipment, informed the car- 
rier of the special circumstances which rendered a prompt 
transportation and delivery of the goods at their destination 
necessary. The rule in its application is not limited to contracts 
of sale in contemplation by the shipper, but is applied to the 
varying phases of mercantile life, upon the theory that unless 
the carrier be made aware by the shipper, at the time of ship- 
ment, of the urgency, and the circumstances that require un- 
usual dispatch or care in transportation, it cannot be presumed 
to know the facts, and the existence and knowledge of which 
upon its part present the legal status upon which its liability 
for more than ordinary damages can be predicated. In every 
instance it is said that shipper has it within his power to protect 
himself against all damages, both general and special, caused 
by delays, or losses in shipment, by giving notice to the carrier 
when the contract is made. If he fails to avail himself of this 
privilege he must suffer the consequences of his own neglect. 
Pacific Express Co. vs. Jones (Tex.), 113 S. W. 952. ; 

To render effective the notice of special circumstances, it 
is essential that it be given at or before the time of the making 
of the contract of shipment. A notice of the circumstances 
rendering prompt transportation necessary, given after the 
carrier has accepted the goods for transportation, does not 
affect the original contract and is not sufficient to fasten on 
the carrier a liability for special damages growing out of such 
circumstances on account of delay occurring during transpor- 
tation. 

The notice should be of such special matters as naturally 
and reasonably apprise the person to be charged of the probable 
consequences of its breach. In other words, the shipper must 
communicate to the carrier all the facts and circumstances of 
the case which do not ordinarily attend the carriage of such 
freight, or the peculiar character and value of the property 
carried. “The intended use must be made known to the car- 
rier, and not left to conjecture.” Illinois Cent. R. Co. vs. Broth- 
ers (Ala.), 67 So. 628. And in any event, the notice will not 
have the effect of extending the carrier’s liability any further 
than it may be inferred from’ its terms to have informed the 
carrier of the probable results of failure on its part to carry 
out the terms of the contract. 


A carrier who unreasonably delays the transportation of 
goods shipped under a contract of sale is not liable for any 
special damages occasioned by the loss of the sale, as, for 


instance, any profits the shipper would have made by delivery | 


of the goods at destination according to the contract of sale, 
unless at or before the day of the shipment the carrier was 
notified of the existence of the contract and that the goods were 
being shipped in accordance therewith. 


_ It is our opinion that damages resulting from the delay 
in the instant case are special damages and are not recoverable 
in the absence of notice to the carrier, in accordance with the 
above statement of the law. 


Tariff Interpretation—Commodity Rates Not Applicable on 
Analogous Articles 


Florida.—Question: Recently certain lines in an endeavor 

to cancel obsolete commodity rates from their tariffs cancelled 
an interstate rate which we were using. They continued to bill 
their shipments at the old rate for over a year after it had 
been withdrawn. When it was discovered that the rate had 
been cancelled they restored it and now bill us for under- 
charges. 
_ During the time the rate was out there was no through rate 
in effect. There were through class rates published, but our 
particular article is not classed in any classification. They 
based their undercharge bill on a through commodity rate which 
applied on an article which they claimed was analogous to the 
one we ship. In fact, it is not analogous and we can find no 
article in the classification that is analogous. 

If the facts are as we give them above, could not the lines 
use a commodity rate in effect from point of origin to an inter- 
mediate point, plus a commodity rate from such intermediate 
Point to destination, the first rate being intrastate ¢in tariff 
bearing I. C. C. number) and the second rate interstate ? 
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This basis would be but slightly higher than the original 
rate and the one in effect at the present time. 

We would, of course, in any event file informal reparation 
claim asking reduction to the through rate basis, but we do not 
feel that we should be called upon to pay nearly double the 
right basis, even though the Commission would no doubt au- 
thorized reparation. If the combination referred to could not 
be used, would the Commission permit the roads to waive the 
collection of any undercharge until informal reparation claim 
is decided? 

Answer: The Commission has held in numerous cases that 
a commodity rate may not be applied by analogy. Dann-Gerow 
Co. vs. Atlantic C. L. R. R. Co., 142 I. C. C. 356. 

In Keathly vs. Louisville & N. R. Co., 155 I. C. C. 371, the 
Commission held that where, in the original classification, pro- 
vision is specifically made for two commodities closely re- 
sembling each other in form and nature and a commodity rate 
is subsequently established naming one of such articles, a 
commodity rate so established can not be applied on a similar 
article specifically named in the classifications but not specifi- 
cally named in the commodity tariff. 

In the instant case, if there is no through commodity rate 
applicable on the commodity shipped, the lowest combination 
rate based on a commodity rate from point of origin to an inter- 
mediate point plus a commodity rate from such intermediate 
point to destination may be applied, if both factors are pub- 
lished in a tariff filed with the Interstate Commerce Commis- 
sion and applicable to interstate shipments. 

If the rate from point of origin to the intermediate point is 
applicable only on intrastate traffic, even though it be published 
in a tariff filed with the Interstate Commerce Commission it 
can not be used as a factor in constructing a combination rate 
which is to be applied on interstate shipments. 

While the Commission has held that the payment of an 
undercharge is a condition precedent to an award of reparation, 
it is a practice of the Commission to, where it finds that a rate 
sought to be collected by a carrier is inapplicable or unreason- 
able, authorize the waiver of the collection of the undercharge. 
See Washburn-Crosby Co. vs. Chicago, B. & Q. R. Co., I. C. C. 
Docket 25403 (Mimeographed). 

The Commission, cannot, however, enjoin the collection of 
an undercharge, if one exists, pending a determination of the 
applicability or reasonableness of the rate sought to be col- 
lected. It is usual, though, for a court in which suit is brought 
for the collection of an undercharge, to defer its finding pend- 
ing a determination of the matter by the Commission. 


Damages—Special 


Alabama.—Question: Your very enlightening treatment of 
the subject of Delay—-Liability of Carrier to Deliver as Con- 
tracted for—as set forth on page 545 of March 21, 1936, issue of 
The Traffic World, suggests another question. 

Do you or do you not consider that Rule 1 (d) of the 
Consolidated Classification, which calls for 10 per cent higher 
rate where the Uniform Bill of Lading is not used, is a condi- 
tion precedent for a change of conditions from the uniform 
bill of lading in order to establish a foundation for a claim for 
special damage? 


Answer: Paragraph (d) of Rule 1 of Consolidated Freight 
Classification No. 10 provides for the application of rates 10 
per cent higher, subject to a minimum increase of 1 cent per 
100 pounds, than the rate charged for property shipped sub- 
ject to all the terms and conditions of the Uniform Bill of 
Lading where property is not carried subject to the terms and 
conditions of the Uniform Bill of Lading. 

Special damages are recoverable whether or not the uni- 
form bill of lading is used, if the carrier is made aware by the 
shipper, at the time of shipment, of the urgency and the cir- 
cumstances that require unusual dispatch in transportation 
and the carrier has notice that from delay in delivery some 
injury will occur in addition to the natural and ordinary conse- 
quences of a failure to transport the goods with reasonable 
dispatch. 

Unless this notice is given, recovery may not be had, re- 
gardless of whether or not the uniform bill of lading is the basis 
of the contract of transportation. 

The uniform bill of lading limits in certain respects the 
liability of the carrier and it is for this reason charges 10 per 
cent higher are assessed where a carrier’s liability is not limited 
by the terms of the uniform bill of lading. 

The recovery of special damages is not, however, affected 
bv the limitations of the carrier’s liability effected by the use 
of the uniform bill of lading. 


Damages—lInterest on Overcharges 


Virginia.—Question: A carrier collects charges on a ship- 
ment at point of origin and also at destination. It develops 
almost a year later that the charges were collected twice and 
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upon filing claim for refund a request is made that interest at 
6 per cent be paid on the amount of the overcharge. The carrier 
refuses to pay this interest. Will you kindly advise the Inter- 
state Commerce Commission authority for requiring the carriers 
to pay interest on such duplicate payments? 

Answer:—That interest is recoverable where an overcharge 
is collected is apparent from the decision of the Commission in 
International Lumber Co. vs. Canadian Northern Railway Co., 
40 I. C. C. 283, and the decision of the Supreme Court of the 
United States in Arkadelphia Milling Co., vs. St. Louis, S. F. 
Ry Co., 249 U. S. 134, 38 S. Ct. 237. In the former case the 
Commission said that it had declared in Conference Ruling No. 
464 that carriers should pay interest on all unsettled claims for 
overcharges from the date the charges are improperly collected; 
that in Scattergood & Co. vs. L. S. & M. S. Ry. Co., Docket No. 
6538, unreported, it had applied the ruling and that nothing in 
evidence called for any different action in this case. 

In the Arkadelphia Milling Company case, above cited, the 
Supreme Court of the United States said that the contention 
that there was error in allowing interest upon the amount of 
the overcharges was unsubstantial; that the damage was com- 
plete when the overcharges were made and as they were wrong- 
fully made and without the consent of the shippers, interest 
ran from that date on general principles. 

It would seem that where a carrier collects freight charges 
from both the consignor and consignee that an overcharge has 
been made, although we are not aware of a decision to this 
effect, and that one of the parties is entitled to a refund of the 
charges with interest. 

As to which party is entitled to the refund, see the decision 
in Ludowici-Celadon Co. vs. Florida East Coast Railway Com- 
pany, 35 I. C. C. 81, in which case the Commission held that 
carriers must refund promptly all charges unlawfully collected 
and the commission had had occasion to censure any unneces- 
sary delay by carriers in making refund; that possession of the 
freight bills is not the only competent evidence of the persons 
entitled to refund, and if the acts of the real owner give the 
proposed payee the ostensible right to receive the refund, pay- 
ment to the latter is valid; that consignee’s acceptance of the 
goods here involved and payment of the freight charge con- 
stituted it the ostensible owner of the goods or agent of the 
real owner; that the complainant was responsible for the repre- 
sentation; that the delivering carrier was uninformed of the 
contract relations between complainant and the consignee and 
under the circumstances disclosed was under no duty under 
the act to inquire into them. The Commission held that pay- 
ment of the refund to the consignee was justified, and that com- 
plainant would have the Commission adjudicate its rights and 
those of the consignee under the contract of sale, which was not 
the function of the Commission, and dismissed the complaint. 

See, also, Jemmeson Bros. & Co. vs. Chicago & N. W. Rail- 
way Co., 158 N. W. 398, in which the court said that as between 
the seller and purchaser of commodities transported to desti- 
nation by a common carrier, overcharges for such transporta- 
tion refunded by the carrier belong to the one who had borne 
the expense of such transportation; that in the instant case 
plaintiff had borne such expense and was entitled to the amount 
refunded by the railroad company. To the same effect is State 
vs. Central Vermont Railroad Co., 71 Atl. 193. 


Reconsignment—Liability of Carrier for Delay to Shipment 


New York.—Question: The case in question concerns a car 
of highly perishable traffic moving from the West to New Eng- 
land territory via Canadian lines. The car was diverted en 
route to New York City. Through rates from the West to New 
England territory extend to within about twenty-five miles of 
New York City, which ‘necessitated a combination rate on the 
above car based on the through rate to the farthest New Eng- 
land rate point, plus the local rate to New York City. 

When ordering the car diverted to New York City. the car- 
riers waybilled the car to the combination rate basing point, 
thence to New York City, resulting in a forty-eight hour delay 
on account of car being set out at the rate basing point, thence 
to New York City, resulting in a forty-eight hour delay on ac- 
count of the car being set out at the rate basing point. 

Should not this car have moved on schedules published by 
interested carriers from diversion point to New York City, or 
were carriers justified in delaying a car of highly perishable 
traffic forty-eight hours by setting it out at the rate basing 
point merely for the sake of rebilling it? 

A claim for decline in market is involved and we will great- 
ly appreciate your opinion, as well as reference to any similar 
cases. 

Answer:—In our opinion, the carrier is liable for such dam- 
age as resulted from unreasonable delay to the shipment in 
question. It is the duty of the carrier to forward a reconsigned 
shipment with reasonable dispatch, and if the shipment is un- 
reasonably delayed by reason of negligence on its part, the 
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carrier is liable for such injury as results from its negligence. 
See H. Rouw Co. vs. Kansas City Southern Ry. Co., 288 S. W. 
900. In this case it was held that where a shipment was ordered 
reconsigned and the diversion order was unconditional, as we 
understand was true in the instant case, and the shipment was 
unreasonably delayed by the carrier in carrying out the re- 
consigning order, damages for the unreasonable delay in 
transportation of the goods was the difference between the 
market value thereof at the time and place when and where 
they should have been delivered and the market value when 
they were delivered, with interest. See also Rio Grande & 
E. P. Ry. vs. Roy Campbell, 288 S. W. 539. 


Tariff Interpretation—Two Stations in Same City—Combina- 
tion Rate Made Over One of These Stations Is Lower Than 
Joint Through Rate Applying Through That City. 


Massachusetts:—Question: We made a shipment from 
point A to point D. There is a through rate in effect from point 
A to point D, via point B. We, however, billed the shipment on 
a combination over point C, which is within the corporate limits 
of point B. 

The carrier’s tariffs publish commodity rates from point 
A to point B and point C, and the lines beyond point B and 
point C publish specific commodity rates from point B and 
point C to point D. The carrier contends that the through 
rate should apply because point C is within the corporate limits 
of point B, whereas it is our contention that since the carriers 
publish rates to and from both points and specifically show 
point B and point C in their tariff, the combination applies. 
We feel that the fact that one station is within the corporate 
limits of another has no bearing on the question. 

Will you please give us your views on this subject? 

Answer:—lIn our opinion it depends upon whether the joint 
through rate from point A to point D applies through the sta- 
tion over which the combination in question is made. Every 
railroad serving a city has its own station; each of such rail- 
roads may have two or more stations in the same city. Rates 
are published from and to stations and not cities. The city is 
no part of the station. The carrier’s duty under its tariffs is 
to transport and receive freight only at facilities covered by its 
tariffs. If station C is on the route from point A to point D, 
so that the through rate from point A to point D will apply 
through station C, then you cannot use the lower combination. 
Such through rate, however, would be prima facie unreasonable, 
in that it violates the aggregate of intermediates clause of the 
fourth section of the Interstate Commerce Act. If the through 
rate from point A to point D does not apply through station C, 
then on a shipment routed through point C you would be en- 
titled to the point C combination. The fact that point C is in 
the same city as station B has nothing to do with the matter. 
A matter not to be overlooked, however, is whether a shipment 
from point A to point D, routed through station C, would be 
moving over a route via which the through rate from point A 
to point D applies. See Manassas Timber Co. vs. B. L. & A. S. 
nm. ., ion LC. C.. Oe. 


Act of God—Flood 


illinois—Question: Like so many shippers, we had several 
losses in transit during the recent flood conditions in the East 
and it now appears that rail carriers will refuse claims under 
the principle that such losses were occasioned due to “an act 
of God.” A certain railroad has already disclaimed liability on 
one shipment. 

Possibly your office has had similar reports from other 
shippers; if so, would you mind telling us what appears to be 
the attitude of such shippers and of the carriers generally? 
If your files disclose precedents at law which are being relied 
upon in the present instance, we would appreciate, too, some 
outline of what they are, for our guidance. 

Answer: Strict as are the rules of the common law in im- 
posing on a carrier liability for goods lost in transportation, 
an act of God is a justification for failure to perform the con- 
tract of carriage and relieves the carrier of the liability for 
the loss of, or injury to, the goods concerned, unless the car- 
rier has been guilty of negligence which brought the property 
in contact with the destructive forces of the actus Dei or un- 
necessarily exposed it thereto. “There is some difficulty in 
framing a concise, comprehensive, and accurate definition of 
the term ‘act of God’ as that term is used and understood when 
applied to occurrences causing damage for which the carrier 
is not liable.” The term “act of God,” as used to express a 
cause of loss or damage, for the consequences of which the 
carrier will not be held liable, is very generally held to mean 
some casualty not due to human agency. 

It means the action of the forces of nature, in opposition 
to the act of man, such as lightning, storms, earthquakes, and 
the like. The terms “inevitable accident” and “unavoidable 
accident” are sometimes used as synonymous with “act of God,” 
but they lack the suggestion that the loss is due to other than 
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human agency, and therefore their use is not satisfactory. 
Indeed, it has been said that ‘“‘act of God” is distinguishable from 
“inevitable accident.” To constitute an act of God the casualty 
must be not only the direct result of natural causes, but also 
one which is in no way contributed to by human agency. It 
must be a direct and violent act of nature. 

A flood, however, of such extraordinary character that it 
could not have been foreseen or provided against is an act of 
God, and the carrier is not responsible for loss of goods in his 
possession resulting therefrom. Southern R. Co. vs. International 
Oil Co., 159 S. E. 773; Dean vs. R. Co., 210 Ill. A. 220; Paper 
Co. vs. R. Co., 166 N. Y. S. 751; Hadba vs. R. Co., 170 N. Y. S. 
769; Mfg. Co. vs. R. Co., 102 A. 44 (Vt.). 

We are not advised as to the attitude of shippers and car- 
riers generally regarding this matter, but as an act of God 
is a defense to a carrier in an action for loss of, injury or 
delay to goods, presumably the carriers will refuse to pay claims 
where such loss is the direct result of an act of God. 


Conversion—Delivery of Order Notify Shipment Without 
Surrender of Bill of Lading 


Illinois —Question: We have noted with interest your an- 
swer to New York in the issue of March 28, 1936, page 602, 
involving conversion of an order notify shipment. 

We have a somewhat similar case which we believe is un- 
usual, and should be brought out in your column: An “order 
notify” shipment is delivered by a railroad agent at destination 
without securing original bill of lading—agent made delivery 
on an invoice of draft stamped “Paid” by bank; this invoice or 
draft was obtained by consignee through some fraudulent 
method or through some confusion in handling papers by the 
bank. Two shipments were involved and shipped at the same 
time, both being order notify bills of lading. 

The consignee paid the bank for one shipment, secured the 
original bill of lading on one shipment (shipment A) and draft 
or invoice stamped “paid” by bank on the second shipment 
(shipment B). Now, with these two documents consignee pre- 
vails on the railroad agent to deliver both shipments. In other 
words, consignee received two order notify shipments on ‘sur- 
render of only one order notify bill of lading. 

The consignee subsequently went bankrupt, and the shipper 
filed claim with the carrier for the value of the shipment deliv- 
ered without original bill of lading. At the time the claim was 
filed, the shipper cited provisions of order bill of lading contract, 
and of the Consolidated Classification stating the manner in 
which a carrier can deliver such shipments without original 
order bill of lading, namely, satisfactory bond or certified 
check for 125 per cent of invoice value. The carrier declined 
liability citing Section 9, paragraph (a) of the Bill of Lading 
Act reading, in part, as follows: 

That a carrier is justified, subject to the provisions of the * * * * 
following section, in delivering goods to one who is— 

(a) A person lawfully entitled to the possession of the goods * * * 


As we see it, if the carrier is correct, they could evade 
liability in most conversion cases by simply quoting this por- 
tion of the Bill of Lading Act. 

Answer: The provisions of paragraph (a) of Section 9 of 


the Bills of Lading Act are not a defense to a carrier where’ 


a carrier delivers an order notify shipment without requiring 
the production and surrender of the order bill of lading, prop- 
erly endorsed. 

In the instant case the consignee apparently was not “a 
person lawfully entitled to the possession of the goods.” 

In delivering the shipment to the notify party without 
requiring the surrender of the bill of lading on which the ship- 
ment moved the carrier converted the shipment and is liable 
in damages for the value thereof. 


NIAGARA FRONTIER TRAFFIC LEAGUE 


The Niagara Frontier Industrial Traffic League held a 
meeting at Buffalo, N. Y., April 18. Ernst A. Momberger, 
chairman of the rate committee, discussed proposed changes 
in class rates between eastern Canada and eastern United 
States and said they would result in many increases at Buffalo 
and elsewhere. Willard M. Dumas, chairman, motor trans- 
portation committee, described bills in the New York legis- 
lature designed to regulate New York intrastate motor vehicle 
transportation. Fred M. Renshaw reported on the spring 
meeting of the National Industrial Traffic League held recently 
in Washington. The league adopted a resolution opposing gov- 
ernment ownership of the railroads on the grounds that it 
would eliminate taxes now paid to the government by the 
railroads, subject the railroads to political influence, eliminate 
carrier competition, and be “obnoxious to democratic prin- 
ciples.” The resolution was prepared and presented by a spe- 
cial committee consisting of Harry H. Marsales, chairman, Wil- 
liam B. Maloney and Mr. Renshaw. 
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Doings of the Traffic Clubs 





T. M. Hayes, assistant general manager, Wabash Railway, 
St. Louis, will speak on “Getting Acquainted” at a dinner 
meeting of the Omaha Traffic Club at the Fontenelle Hotel 
April 16. 

The Charlotte, N. C., Traffic and Transportation Club will 
hold its annual spring outing at the Red Fez Country Club, 
Catawba Lake, April 30. There will be a barbecue dinner and 
dancing. 

The Traffic Club of Minneapolis observed ladies’ day with 
a luncheon and style show at the Nicollet Hotel April 16. Models 
and costumes were furnished by the Dayton Cmpany, Minne- 
apolis department store. 





C. F. Kirwan, president of the newly organized Transpor- 
tation Club of Bloomington, Ill., is traffic manager of the 
Williams Oilomatic Heating Corpora- 
tion. He was born in Bloomington in 
1895 and started work as night clerk 
in the local freight depot of the Illinois 
Central in 1911. His service with that 
railroad continued until he enlisted in 
the army. He served for two years, 
eleven months of that time as a mem- 
ber of the A. E. F. in France. After 
his discharge he returned to the Illi- 
nois Central but shortly thereafter 
went with the Alton. Four years later 
he took the position he now holds. In 
addition to Mr. Kirwan, the officers of 
the new Bloomington club _ include 
G. R. Hodginson, Johnson Transfer and 
Fuel Company, vice-president, and 
Oscar Swanson, traffic manager, 
Bloomington Association of Commerce, 
secretary-treasurer. Other officers will be elected at a meeting 
April 23. A. L. Peterson, vice-chairman of the membership 
committee of the Associated Traffic Clubs of America, and 
E. F. Stock, traffic manager, Peoria and Pekin Union Railroad, 
assisted in the organization of the club. At its first meeting 
it voted to apply for membership in the Associated Traffic 
Clubs of America. In addition to a schedule of social activi- 
ties, the club is planning an educational program. 








John F. McDermott spoke on the inside workings of the 
post office department at a meeting of the Traffic Club of 
Newark April 6. The club will hold its annual dinner dance at 
the Newark Athletic Club May 4. A feature will be the award- 
ing of prizes to high school students for essays and posters on 
the subject ‘Transportation and Its Relation to the Develop- 
ment of the City of Newark in the Past One Hundred Years.” 

Albert L. Reed, attorney, a member of the nation commit- 
tee for the prevention ef government ownership of the railroads 
of the National Industrial Traffic League, spoke on “Govern- 
ment Ownership” at a luncheon meeting of the Traffic Club of 
Dallas at the Adolphus Hotel April 13. The occasion was 
known as board of governors’ day. Arrangements were made 
by Chester A. Wilson, general agent, Wichita Falls and South- 
ern, chairman of the board of the club. 





The Camden, N. J., Industrial Traffic Club has elected the 
following new officers: Chairman of the board, J. Alexander 
Crothers, general manager, Camden Marine Terminals; presi- 
dent, Harry Stetser, traffic manager, Welsbach Company; vice- 
president, J. S. Bartley, Campbell Soup Company; secretary, 
John R. Harrop, traffic manager, Camden County Chamber of 
Commerce; treasurer, William McCuen, traffic manager, South 
Jersey Port Commission. The club will make a port inspection 
trip and hold an outing at Havre de Grace April 18. Luncheon 
will be served on a special Pennsylvania train. Dinner will be 
served after the return at Kugler’s, Philadelphia. 

The Traffic Club of Denver held a dinner at the Hillcrest 
Inn, Mt. Morrison, Colo., April 16. There was a program of 
amateur entertainment. The affair was known as “night club 
night.” 





Speaking on “Progress in Transportation” at a meeting of 
(Continued on page 746) 
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Associated Traffic Clubs Convention 


HE Associated 

Traffic Clubs of 
America will hold 
its semi-annual con- 
vention this year 
April 28 and 29 at 
the Roosevelt Hotel, 
New Orleans, La., 
with a meeting of 
the board of direc- 
tors Monday, April 
27. A new plan will 
be followed at this 
meeting, two full 
days being given to 
the business of the 
association, the gen- 
eral entertainment 
program to follow 
on the third day, 
April 30, for those 
who care to stay for 
it. There will also 
be a meeting of the 
board of directors after adjournment of the convention April 29. 

The principal speakers will be Harry G. Taylor, chairman, 
Western Association of Railway Executives; Dr. Charles R. 
Raper, dean of the College of Business Administration, Syra- 
cuse University; and Professor Harry L. Purdy, department of 
economics, Dartmouth College. The subject of a revised trans- 
portation regulatory system will be dealt with by both Mr. 
Taylor and Professor Purdy. The latter’s subject is: “A Pro- 
posed Change in Federal Regulatory Policy Toward Trans- 
portation”; Mr. Taylor will speak on “Simplification of Regu- 
lation.” Dean Raper’s subject is ‘Transportation and Eco- 
nomic Planning.” 

The convention will open at 10 o’clock the morning of 
April 28 with an invocation by The Right Reverend Monsignor 
P. M. H. Wynhoven, pastor of Our Lady of Lourdes Church. 
There will be welcomes by President J. Walter Hailey, of the 
Traffic Club of New Orleans, and T. Semmes Walmsley, Mayor 
of New Orleans. H. S. Snow, president of the association, will 
respond. There will be announcements by Secretary F. A. 
Doebber of the Association, and J. E. Fitzwilson, chairman of 
the local convention committee, a roll call of member clubs, 
and a report by the chairman of the board of directors, H. A. 
Palmer. Then Dr. Raper will speak and there will be a gen- 
eral discussion from the floor. 

At the afternoon session, Prof. Purdy will be the speaker, 
with a discussion from the floor. There will be reports from 
the speakers committee, J. H. Butler, chairman; the finance 
committee, Walter Bockstahler, chairman; the membership 
committee, D. S. Mackie, chairman; and the committee on 
education and research, G. Lloyd Wilson, chairman. 

The banquet will be held that evening at the Tip Top 
Inn, Roosevelt Hotel. Mr. Taylor will be the speaker. Presi- 
dent Hailey, of the local club, will preside and the toastmaster 
will be Marshall Ballard, editor of the Item-Tribune. The in- 


Prof. H. L. Purdy 





DOINGS OF THE TRAFFIC CLUBS 
(Continued from page 745) 
the Kanawha Valley Traffic Club at the Daniel Boone Hotel, 
Charleston, W. Va., April 16, Floyd T. Ridley, assistant traffic 
manager, E. I. du Pont de Nemours and Company, Wilmington, 
Del., said he hoped to see the day when all less-carload railroad 
freight was assembled by three or four major agencies. Only 
in that way, he said, would that traffic again return to the rail- 
roads and be profitable for them. He spoke about advances in 
railroad and other types of transportation and predicted greater 
progress in the immediate future. He said all types of trans- 
portation could be entrusted with working out their advances 
to their own advantage and the advantage of the public if they 
were left unhampered by restrictive legislation. 





Miles Bouton, foreign news correspondent, will speak on 
the European situation at a meeting of the Jamestown, N. Y., 
Transportation Club at the Hotel Jamestown April 23. There 
will be a program of entertainment. 


W. P. Ellis, transportation attorney, formerly secretary of 
the Oregon commission, spoke on “Formal and Informal Com- 





Harry G. Taylor 
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vocation will be by 
Rabbi Louis Bin- 
stock, Temple Sinai 
Congregation. An 
address of welcome 
will be given by 
Walter Coquille, 
‘‘Mayor of Pom 
Pom.” After the 
program there will 
be dancing. 

On Wednesday 
there will be a dis- 
cussion of Mr. Tay- 
lor’s address, the 
usual discussion of 
individual traffic 
club problems and 
activities, some mis- 
cellaneous business, 
and a discussion of 
the subject “Devel- 
opments in the 
Speed of Passenger 
Train Service in the United States,” led by W. H. Ott, Jr., 
general traffic manager, Kraft-Phenix Cheese Corporation, 
Chicago. 

The association is having what is considered a remarkable 
growth, especially in view of present business conditions. It 
now has 78 member clubs scattered over the country, with a 
prospect that there will be 80 by the time the convention meets. 

The entertainment features have been planned elaborately, 
aside from the dance after the banquet Tuesday night. On 
Monday evening there will be an informal “get acquainted” 
party and dance at the Tip Top Inn, given by members of 
the local club and their wives for visitors who have arrived 
at that time. On Tuesday afternoon there will be a motor 
coach trip for visiting ladies to the old French, Spanish, and 
Creole quarters, with stops and lectures en route, as well as 
through the residence portion of the city. Thursday morning, 
the day after the convention, there will be a golf tournament. 
In the afternoon there will be a thirty mile boat trip around 
the New Orleans harbor. 

The local convention committees are made up as follows: 


Dr. Charles R. Raper 


General Arrangements and Hotel Reservations—J. E. Fitzwilson, 
Vv. B. Bw. Hh 2... 2. SB. Co. 

Reception—Carl R. Stauss, C. A., C. B. & Q. R. R. Co. 

Dinner—Albert H. Start, C. A., Gulf Pacific Lines. 

Registration and Dinner Tickets—E. C. Marks, G. 
Bros.—Ripley S. S. Co. 

Transportation—Geo. H. Fyler, D. F. & A., Pennsylvania R. R. 

Entertainment—Frank Pattie, G. A., Cotton Belt Route. 

Ladies Entertainment—Mrs. J. E. Fitzwilson. 

Golf—W. H. Nail, Mgr., A. G. Spalding & Bros. 

Speakers—A. Horcasitas, G. A., National Railways of Mexico. 

Publicity—J. J. Ray, C. F. A., Illinois Central System. 

Distinguished Guests—J. J. Kornfeld, F. T. M., New Orleans Pub- 
lic Service, Inc. 


S. A., Lykes 











plaints” at a joint dinner meeting of the Portland, Ore., Indus- 
trial Traffic Club and the club’s traffic school at the Old Heath- 
man Hotel April 15. Certificates of completion of the school 
course were awarded to 26 students. 





Captain Edward Duran-Ayres, in charge of the foreign 
relations bureau, office of the sheriff of Los Angeles County, 
spoke on “The Functions of the Foreign Relations Bureau” at a 
luncheon meeting of the Los Angeles Transportation Club at 
the Pacific Electric building April 13. The club held a golf 
tournament at the Potrero Country Club April 17. 





P. E. Foxworth, administrative assistant to J. Edgar 
Hoover, director, Federal Bureau of Investigation, spoke on 
“Criminology” at a luncheon meeting of the Washington, D. C., 
Transportation Club at the Hotel Raleigh, April 16. 





Gilbert A. Youngberg, former United States district en- 
gineer, speaking at a meeting of the Traffic Club of Jackson- 
ville, Fla., at the Seminole Hotel April 14, advocated a port 
authority for Florida and improvements of beaches and inland 
waterways. Such improvements, he said, would be an added 
attraction in Florida, where the tourist industry was greater 
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a Wealth of Experience Back of 
INTERNATIONAL HARVESTER POWER 


Above: An International 
T-20 TracTracTor work- 
ing on an electrification 
project. Six of these 
crawler tractors were used 
on this job to string wire 
and do other work along 
the right-of-way. 


The International line of 
industrial power (gaso- 
line and Diesel) includes 
TracTracTors, wheel-type 
tractors, stationary power 
units from 12 h.p. to 100 
h.p., and 14 to 5 hp. 
engines for light-duty 
service. 





le Na Ls ie te ta We 


a ete 


| enarinaennieres HARVESTER In- 

dustrial Power— product of the 
world’s largest tractor builder—reflects 
the valuable experience this organiza- 
tion has gained through its long and 
close association with the railroads and 
other users of heavy-duty power. 


Take the TracTracTor for example. 
In this tractor, International Harvester 
put onto the market the most accessible, 
most easily serviced crawler. Steering 
clutches and brakes can be inspected, 


Ld 





adjusted, or replaced through rear cover 
plates without disturbing the tracks, 
track frames, or driving sprockets. And 
working parts are thoroughly protected 
against entrance of abrasive materials 
by the effective use of self-adjusting 
triple dust seals. 


industrial 
The 


nearest industrial dealer or Company- 


Your best investment in 


power is International Harvester. 


owned branch is ready to serve you 


well. See them about a demonstration. 


INTERNATIONAL HARVESTER COMPANY 


(Incor porated) 


606 So. Michigan Ave. 


INTERNATIONAL HARVESTER 


Chicago, Iilinols 
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Personal Notes 


William H. Smith, assistant general freight agent, North- 
ern Pacific, Minneapolis, died at his home April 10. 

William H. Johnson, 70 years old, who retired as special 
representative, freight traffic department, Pennsylvania Rail- 
road, recently, after 54 years of continuous service with that 
railroad, was the guest of honor at a dinner at the Palmer 
House, Chicago, April 15. More than 150 officials from all 
parts of the Pennsylvania system were present. 

William J. Backes, chief engineer, Boston and Maine and 
Maine Central, Portland, Me., has received leave of absence 
because of ill health. Asa H. Morrill, assistant ch‘ef engineer, 
has been appo‘nted acting ch‘ef engineer. 

John M. Horan, bel'eved to be the holder of the world’s 
record for longest service with one railroad company, was the 
guest of honor at a luncheon tendered by a group of Milwau- 
kee and Chicago officials of the C. M. St. P. & P. at Milwaukee 
April 17. The day marked the completion of 81 years of his 
service with that railroad. He is boiler washing inspector and 
is actively at work at 98 years of age. He began work for 
the railroad April 17, 1855, loading wood on wood-burning 
locomotives. 

C. R. Frye has been appointed general southwestern agent 
for the Mississippi Central at Shreveport, La. Wyan Carson 
has been appointed commercial agent at Dallas, Tex. 

The following appointments have been made in the traffic 
department of Montgomery Ward and Company: C. B. Woods, 
formerly traffic manager at St. Paul. has been made assistant 
general traffic manager at New York, succeeding W. M. Hat- 
field. who resigned. A. R. Mercure, assistant traffic manager, 
St. Paul, has been promoted to be traffic maager. F. A. Rohse- 
now, formerly traffic manager at Fort Worth, Tex., has been 
appo'‘nted traffic manager at Kansas City. W. F. Schnaitmann, 
formerly assistant traffic manager at Chicago, has been made 
ass'stant traffic manager at St. Paul. W. N. Inman has been 
appointed assistant traffic manager at Chicago. 

J. B. Blanton, ass‘stant traffic manager, Litchfield and 
Madison Railway, has been made traffic manager for the mid- 
western states for that railroad at Tulsa, Okla. 

W. J. Brennan has been appointed general agent for the 
Reading Company and the Central Railroad of New Jersey 
at Cleveland. 

William R. Moore, traffic manager, Rockwood and Com- 
pany. New York City, has assumed. in addition to his present 
duties. those of traffic manager for E. and A. Opler, Inc., which 
firm was recentlv taken over by the Rockwood company. 

Kenneth L. Stewart has been annointed traffic manacer for 
the Casey Truck Line Company, Inc.. Denver, Col. He was 
formerly assistant traffic manager for the Consolidated Freight 
Lines. Inc., at Butte, Mont. 

H. W. Farrell has been elected president of the Pacific 
Coast and Custom House Brokers’ Association, San Francisco. 
E. Mulcahy has been elected vice-president and M. J. McCarthy 
secretary-treasurer. 

The following officers were elected by the Foreign Com- 
merce Club of New York at its meeting on April 15: President. 
Charles E. Dougherty, Carter & Weekes Stevedoring Company; 
first vice-president, Terence P. Cook, Barber Steamship Lines; 
second vice-president, William J. Honan, Baltimore and Ohio 
Railroad; third vice-president, John F. Budd, Custom House 
Guide, secretary, Thomas J. Reddy, Mexican Railway Company; 
treasurer (reelected for the fifteenth successive time), Law: 
rence C. Brower, United Fruit Company. 

Mrs. Blanche W. Knight, who has been associate annotator 
for the Commission, has been appointed its librarian, to fill 
the vacancy created by the death of Leroy S. Boyd. 





than any other, including the citrus fruit growing industry. He 
advocated diversion of part of the state’s gasoline tax receipts 
for that purpose. 


April 14 was motor carrier day for the members of the 
Transportation Club of St. Paul. Motor carrier members of 
the club sponsored a luncheon at the Hotel Lowry at which 
Officer Mulcahy was master of ceremonies. There were no 
speeches. Instead there was an elaborate program of enter- 
tainment. 

Members of the Birmingham Traffic and Transportation 
Club will make an industrial trip to Montgomery, Ala., April 
21. Points to be visited include Maxwell Field, army airport, 
Kilby prison and the state capitol. Luncheon will be served 


Vol. LVII, No. 16 


at the Montgomery Country Club. Transportation will be by 
special Louisville and Nashville train. 


The guest of honor at a luncheon meeting of the Traffic 
and Foreign Trade Club of Galveston, at the Jean Lafitte Hotel 
April 13, was Senor Angel Cano del Castillo, new vice-consul 
for Mexico in Galveston. E. R. Anders and R. J. Rayzor were 
in charge of the program, which included entertainment. 


Z. G. Hopkins, special representative, western railways’ 
committee on public relations, will be the speaker at a dinner 
meeting of the Traffic Club of Wichita, Kan., at the Allis Hotel 
April 23. S. E. Dillon, general agent, Chicago Great Western, 
is chairman of the committee in charge of arrangements. 


A sound motion picture, “The New Frontiers,” was shown 
at a luncheon meeting of the Transportation Club of San Fran- 
cisco at the Palace Hotel April 13. The picture was furnished 
by the Westinghouse Electric and Manufacturing Company. 


Raynard F. Bohman, general traffic manager, Heywood- 
Wakefield Company, Gardner, Mass., chairman of the national 
committee for the prevention of government ownership of the 
National Industrial Traffic League, spoke on “The Imminent 
Danger of Government Ownership” at a meeting of the Traffic 
Club of Philadelphia at the Warwick Hotel April 13. 


The golf committee of the Traffic Club of Baltimore, under 
the chairmanship of James S. Surrock, has worked out the 
following schedule for club golf tournaments for the coming 
season: April 22, Hillendale Country Club; May 27, Rodgers 
Forge Country Club; June 24, Bonnie View Golf Course; July 
22, Suburban Country Club; August 26, Rolling Road Golf Club; 
September 23, Hillendale Country Club. 


The Transportation Club of Louisville held a meeting at 
the Brown Hotel April 14. J. J. Donohue, general claim at- 
torney, Louisville and Nashville, spoke on the Wheeler-Crosser 
bill. The club adopted a resolution in opposition to that bill and 
instructed its secretary to send copies of the resolution to Ken- 
tucky members of congress. Following the business meeting 
there was a buffet lunch and entertainment. At a recent meet- 
ing of the club, devoted to the distilling industry and held at 
the Brown Hotel, Charles W. Braden, general traffic manager, 
National Distillers Products Corporation, spoke on the part 
played by the newly revived distilling industry in transportation. 
He praised the railroads for the promptness with which they 
restored the general rate basis on distillery products after the 
repeal of the prohibition amendment. He said he estimated 
the inbound grain traffic to distilleries in 1935 had yielded the 
railroads a revenue of more than $2,500,000, and that, outbound, 
the spent and dried grains had yielded them another $1,000,000 
in revenues. In the same year, he added, the industry used 
6,795 carloads of barrels which were made out of 9,075 carloads 
of stumpage and 673 carloads of steel hoops. To those figures, he 
added 20,000 carloads of bottles made out of 60,000 carloads of 
raw material, 40,000 carloads of coal and nearly 2,000,000 
pounds of paper to indicate how large a factor the distilling 
industry was in the general traffic picture. Outbound, the 
products of distilleries, he said, paid $18,753,016 to the railroads 
in 1934, as compared with $2,228,832 in 1932. 


The Fort Wayne, Ind., Traffic Club will hold a dinner 
meeting at the Hotel LaFontaine, Huntington, Ind., April 23. 
Harry G. Hogan, president, Dime Trust and Savings Bank, will 
be the speaker. George J. Miller, representative, Wabash 
Railway, president of the club, will preside, Arthur Sapp, at- 
torney, Huntington, Ind., will be toastmaster, and Clare Bangs, 
mayor of Huntington, will be the guest of honor. Members will 
travel from Fort Wayne to Huntington and return on a special 
train on the Indiana Railroad. O. H. Adams, general office 
manager, City Light and Water Utilities, Fort Wayne, is gen- 
eral chairman of the committees in charge of the affair. 


The Traffic Club of New England held a musical revue and 
minstrel show at the Copley-Plaza Hotel April 16. Dinner was 
served. The cast of the production was made up of members of 
the club. Perry White acted as interlocutor. I. T. Sorge, chair- 
man, entertainment committee, was in charge. 


“The conceptions and theories embodied in the foundations 
of our government have been slowly fading and dwindling 
away,” Charles S. Belsterling, vice-president of the United 
States Steel Corporation, told the members of the Women’s 
Traffic Club of Greater New York, April 14, in an address on 
“The Right of Judicial Review.” He urged that the right of 
judicial review be accorded in cases the Commission has de- 
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cided. “We have been going through a sort of government 
retrogression,” he said. “The senate, instead of being selected 
from the ‘gentlemen born’ and from those of exceptional wis- 
dom, has fast become a popular assembly, democratic to the 
extreme. Also, instead of the various government bureaus 
being required to conform strictly to the statutory provisions 
as interpreted by an independent judiciary, they are being per- 
mitted in many instances, to make their findings as final and 
to deny the public the right of judicial review. Our elaborate 
system of so-called checks and balances has been somewhat 
changed. Some day, it is to be hoped, the congress may awaken 
to this situation and remedy the clumsy statute by according 
to the general public the right of appeal. In no other way, 
in my view, can the interstate commerce act be administered 
without creating the very mischief it was intended to prevent 
—discriminations and preferences between persons and places.” 





The Sabine District Traffic Club, Beaumont, Texas, the 
Jamestown Transportation Club, Jamestown, N. Y., and the 
Metropolitan Traffic Association of New York have applied for 
membership in the Associated Traffic Clubs of America. When 
all three applications are accepted by the association’s board 
of directors, which is voting on them by mail, the membership 
of the association will number 81 clubs. 





A comprehensive picture of transportation on the Great 
Lakes, its history, present services and methods of handling 
the various commodities transported, was presented by E. J. 
Vohs, general freight agent of the Great Lakes Transit Corpora- 
tion, in an address before the Metropolitan Traffic Association 
of New York April 9. 

The Women’s Traffic Club of Chicago will hold its annual 
dinner dance at the Medinah Club May 9. 





The following have been appointed to represent their re- 
spective clubs as delegates at the meeting of the Associated 
Traffic Clubs of America at New Orleans April 28 and 29: 
York, Pa., Traffic Club: M. A. Wilhelm, traffic manager, 
Schmidt and Ault Paper Company; J. E. Harrison, traveling 
freight agent, Chesapeake Steamship Company. Traffic Club 
of Baltimore: Additional delegate—Albert Lee Sherry. Women’s 
Traffic Club of Greater New York: Dorothy R. Lewis, Roof- 
ings, Inc.; Anne McGowan, Certain-teed Products Corpora- 
tion; Regina Murphy, Baltimore and Ohio; Jo Schifferdecker, 
Committee on Public Relations of the Eastern Railroads. 
Traffic Club of Newark: W. W. Weller, traffic manager, Weyer- 
hauser Timber Company, Port Newark, N. J.; W. S. Nevius, 
traffic manager, Calco Chemical Company, Bound Brook, N. J. 
Ky-O-Va Traffic Club: P. J. Naugle. Traffic Club of the 
Lehigh Valley: F. E. Paulson, special representative, Reading 
Company. Junior Traffic Club of Chicago: Correction—Due to 
misinterpretation of the abbreviation C. F. A. and a typo- 
graphical error, several delegates for the Junior Traffic Club 
of Chicago were erroneously listed in this column last week. 
Those so listed and their correct titles were: H. W. Coffman, 
city freight agent, New York Central; W. J. Mitchell, general 
agent, M. N. & S., M. & I., W. & N. B. railroads; E. H. Randall, 
city freight agent, A. T. & S. F. 


At a meeting of the board of governors of the Reading, 
Pa., Traffic Club, April 14, it was voted to apply for member- 
ship in the Associated Traffic Clubs of America. 


ACCIDENT PREVENTION 


J. J. Pelley, president of the Association of American Rail- 
roads, has advised Senator A. Harry Moore, chairman of the 
Accident Prevention Conference, called by Secretary Roper at 
the request of President Roosevelt, that the railroads of the 
country are about to launch a poster campaign in an effort 
to bring about a reduction of accidents at highway-railroad 
grade crossings. 

A poster painted in four colors by Howard Chandler 
Christy will form the basis of the campaign. The poster de- 
picts Christy’s famous characterization of Miss America stand- 
ing with three children at a railroad crossing and carries the 
caption, “America Warns You—Cross Crossings Cautiously.” 
Two hundred thousand reproductions of the poster will be made 
in color immediately and displayed in prominent places near 
railroad crossings. 

The original painting was taken to the Secretary’s office 
and displayed by Mr. Pelley to him and Senator Moore. 

In 1935, 1,650 persons lost their lives and 4,658 persons 
were injured as a result of accidents at crossings. While this 
number was greater than in any of the preceding three years, 
it is stated, there has been an improvement in recent years 
in the situation due to the safety campaigns which railroads, 
motor and other organizations have conducted. From 1923 to 
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1930, inclusive, there were never fewer than 2,000 annual fatal- 
ities. The peak year was 1928, when 2,567 persons lost their 
lives. Persons killed in grade crossing accidents in 1931 totaled 
1,811; 1932, 1,525; 1933, 1,511, and 1934, 1,554. 


NEW PENNSY PASSENGER SCHEDULES 

Effective April 26, the Pennsylvania Railroad will reduce 
the running time westbound on its Golden Arrow between 
Philadelphia and Chicago by one hour and 20 minutes. The 
train will leave North Philadelphia at 5:42 p. m. daylight sav- 
ing time and arrive in Chicago at 8:45 a. m. instead of 10:05 
a. m. as theretofore. The time of the Rainbow will also be 
shortened. It will leave North Philadelphia at 1.32 a. m. and 
arrive at Chicago at 5:55 instead of at 7:15 as at present. 
Eastbound, the Chicago departure time of the Rainbow will be 
changed from 12:30 to 2:30 p. m. with arrival at North Phila- 
delphia at 6:10 a. m. instead of 7:26 a. m. There will be no 
change in the schedule or running time of the Broadway 
Limited. 

Between Chicago and Cincinnati the Daylight Express 
will operate on a schedule 15 minutes faster eastbound 
than at present and westbound 5 minutes faster. The 
Union will leave Chicago at 2:00 p. m. eastern standard time, 
a half-hour earlier than at present, and arrive at Cincin- 
nati at 8:05, also a half-hour earlier. The Southland will 
leave Cincinnati at 1140 p. m., 15 minutes earlier than at 
present, and arrive at Chicago at 7:30 a. m., eastern standard 
time, an hour earlier. The departing time of the Ohioan from 
Columbus will be changed from 11:55 to 11:45 p. m. It will 
arrive in Chicago at 7:10 a. m., eastern standard time, cutting 
an hour from its present running time. The Kentuckian, from 
Louisville and Indianapolis, will arrive in Chicago at 8:00 a. m., 
eastern standard time, 50 minutes earlier than at present. 





N. Y. C. PASSENGER SCHEDULE CHANGES 


Among changes to be made in the passenger service of 
the New York Central, effective April 26, will be the addition 
of a new Chicago-New York train, the Water Level Limited. 
The new train will operate daily between the two cities, leav- 
ing Chicago at 3:45 p. m. eastern standard time and arriving 
at New York at 9:10 a. m. eastern standard time, or 10:10 
a. m. daylight saving time. The running time will be 17 hours 
25 minutes. 

The running time of the Commodore Vanderbilt westbound 
will be shortened 1 hour 20 minutes, to 17 hours and 35 min- 
utes. It will leave New York at 3:30 p. m. eastern standard 
time, 4:30 p. m. daylight saving time, and arrive at Chicago 
at 9:05 a. m. eastern standard time. Eastbound, it will leave 
Chicago at 3 p. m. eastern standard time and arrive at New 
York at 8:20 a. m. eastern standard time or 9:20 a. m. daylight 
saving time. 

There will be no change in the running time of the Twen- 
tieth Century Limited but its departure and arrival times will 
be changed. It will leave Chicago at 3:30 p. m. eastern stand- 
ard time and arrive at New York at 9:00 a. m. daylight saving 
time. Westbound, it will leave New York at 5:30 p. m. day- 
light saving time and arrive in Chicago at 9:00 a. m. eastern 
standard time. 

The time of the Iroquois, midnight train, will be shortened 
by 2 hours 5 minutes. It will leave New York at 12:25 a. m. 
daylight saving time and arrive in Chicago at 5:55 p. m. east- 
The Detroiter will leave New York at 
8 p. m. daylight saving time and arrive in Detroit at 8:30 a. m., 
cutting a half-hour from its present running schedule. The 
Empire State Express will leave New York at 9:30 a. m. day- 
light saving time and arrive at Detroit at 9:30 p. m. The 
Cleveland Limited will leave New York at 9:00 p. m. daylight 
saving time, arrive at Indianapolis at 1:25 p. m. central stand- 
ard time and at St. Louis at 6:10 p. m. central standard time. 


ROBBERY AND UNLOCATED LOSS CLAIMS 


In a report showing the proportion of claims paid by mem- 
ber roads in 1935 for thefts, robberies, and unlocated and con- 
cealed losses, as compared with total payments for claims in 
that year, the freight claim division of the American Asso- 
ciation of Railroads shows that such payments equaled 12 
per cent of the total. This was a reduction of 2 per cent over 
the proportion for 1934. Total payments for thefts and rob- 
beries in 1935 were $841,736 and for unlocated and concealed 
losses were $1,184,427, as compared with total claim payments 
for all causes of $17,946,049. A separate compilation for items 
on which that class of claims was prominent was also made 
by the division. The commodities included were boots and 
shoes, candy and confections, drygoods, clothing and textiles, 
tobacco and tobacco products, automobile tires and accessories, 
and coal and coke. The payments on those for the specified 
types of claims in 1935 were $1,089,090, as compared with 
$1,328,046 in 1934—a reduction of 18 per cent. 
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TEXAS’ Leading PORT 


BAS 
CHICAGO 


BATON BOUGE, 6,380 1788 Gov 8 Goverment St 


ME 


OUSTON 


In a few short years the Port of 
Houston has definitely established 


itself as one of the leading world 


ports. 


It now ranks first as a Cotton 


port, first Texas port and third export 
port in the United States. 


The acknowledged leadership of Port 


Houston is the result of a well defined 


policy of service. 


The best possible 


time is accorded your shipments at 


the lowest possible rates consistent 


with dependable and efficient service. 


Watchfulness, alertness and prompt 


action in the performance of duty is 
the Code at Port Houston. 


J. Russell Wait 


Director of the Port 





SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 
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SALES OFFICE OF NATIONALLY KNOWN 


CHEESE COMPANY 
REPORTS 50% INCREASE 
IN BUSINESS CAPACITY! 


(From Edison case histories of the World's business) 


N A SALES OFFICE .-- - particu- 
larly in the Cheese business . . . 
things must move! . . . Stocks 
must be fresh and turnover rapid 
. Often, minutes count. Speed 

is essential. 

Ediphone Voice Writing allows 
each dictator to get rid of his cor- 
tespondence in 1-2-3 order. He can 
dictate at any hour to his Pro- 
technic Ediphone, without having 
to wait for a secretary. Salesmen, 
returning late, are able to voice- 
write their reports, memos, follow- 
up letters, etc. 

In the office, written éommuni- 
cations are gotten into work 
smoothly . . . electrically . . . with- 
out loss of time or effort. Phone 
calls are confirmed immediately, 


home office inquiries are promptly 
answered. And business capacity 
increases—50%! 

Edison can prove to you that 
the Pro-technic Ediphone will in- 
crease your firm’s business capacity 
20% to 50%. Let us show you! 
Ask for proof . . . no obligation 
whatsoever! Telephone The Edi- 
phone, Your City, or write to— 


Edivon. 


ORANGE. N-J. UAS.A. 
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Digest of New Complaints 





No. 27354, Sinclair Prairie Oil Co., Tulsa, Okla., vs. Fort Smith & 
Western et al. 

Rates, casinghead gasoline, Boley, Okla., to Meraux, La., in vio- 
lation of section 1. Asks reparation. (C. J. Payton, t. m., Box 521, 
Tulsa, Okla.) 

27355, Consolidated Water Power & Paper Co., Wisconsin Rapids, 
Wis., vs. Algoma Central & Hudson Bay et al. 

Rates, pulpwood, Hale, Hearst, Stavert, Coppell, Wyborn, Ont., 
and other points in that province to Appleton, Wis., in violation 
of sections 1, 2, 3 and 6, the undue preference alleged being for 
receivers of pulpwood located at other points in Wisconsin, Mich. 
Asks for reparation. (H. D. Wake, t. m., Wisconsin Rapids, Wis.) 
27356, Canaveral Pier & Fish Co., Cocoa-Rockledge, Fla., vs. A. 
C. L. et al. 

Rates, fresh shrimp, Cocoa-Rockledge, 
violation of section 1. Asks reparation. 
E. Van Buren St., Chicago, IIl.) 

. 27357, Gustave Hirsch Organization, Columbus, O., vs. C. M. St. 
P. & P. et al. 

Alleges overcharge, on contractors’ outfits and extra accessories, 
El Reno, Okla., to Tacoma, Wash., in violation of section 6. Asks 
reparation. (George M. Stephen, atty., 19 S. Wells St., Chicago, 
Ill.) 

27358, Bullard Company, Bridgeport, Conn., vs. N. Y. C. et al. 

Rates, sand, Millville, Millville (Manumuskin) and Millville 
(Clayville), N. J., and Blossvalle, N. Y., to Bridgeport, Conn., in 
violation of section 1. Asks reparation. (Leo Tessler, practitioner, 
1148 Manor Ave., New York, N. Y.) 

27359, S. Liebovitz & Sons, Inc., New York vs. Reading et al. 

Rates, cotton and wool shoddy goods in the original piece, less- 
than-carloads, from East Douglas, Mass., and Ludlow, Vt., to 
Myerstown and Pottstown, Pa., in violation of section 1. Asks 
new rates and reparation. (Lewis H. Rubin, practitioner, 150 Nas- 
sau St., New York, N. Y.) 

27360, H. D. Bob Co., Inc., New York, vs. Pennsylvania. 

Rates, cotton and wool shoddy goods in the original piece, less 
than carloads, Medway and Oxford, Mass., Wilton, Me., and Lud- 
low, Vt., to Frackville and Milton, Pa., in violation of section 1. 
Asks new rates and reparation. (Lewis H. Rubin, practitioner, 150 
Nassau St., New York, N. Y.) 


No. 


No. 


Fla., Chicago, [Tll., in 
(Edward S. DePass, 59 


No. 


No. 


No. 


No. 27361, Jacob Groots, Clifton, N. J., and Joe Kahn, Paterson, N. J., 
vs. D. L. & W. et al. 
Charges, cattle, Amherst, Wis., to Passaic, N. J., and from 


Wayland, Mich., to Mountain View, N. J., based on alleged exces- 
Sive weights in violation of section 6. Ask reparation. (O. H. 
Brown, practitioner, Waupaca, Wis.) 

27362, Cicardi Brothers Fruit & Produce Co. et al., St. Louis, Mo., 
vs. A. C. L. et al. 

Rates, fresh beans and cabbage, points in Fla. and N. C., to St. 
Louls, in violation of sections 1 and 4. Asks reparation. (R. W. 
Schapanskli, traffic representative, Fruit Distributors’ Bldg., South 
Water Market, Chicago, Ill.) 

27363, E. B. & A. C. Whiting Co., Burlington, Vt., vs. Pennsylvania 
et al. 

Rate, horse hair, less than carloads, Philadelphia, Pa., to Bur- 
lington, Vt., in violation of sections 1, 4 and 6. Asks new rates 
and reparation. (Abner Pollack, practitioner, 1148 Manor Ave., 
New York, N. Y.) 

27364, Gleason-Tiebout Glass Co., Maspeth, N. Y. vs, Long Island 
et al. 

Rates, glass sand, Hancock, W. Va., to Maspeth, in violation of 
section 1. Asks reparation. (L. H. Rubin, practitioner, 150 Nassau 
St., New York, N. Y.) 

27367. L. L. DeMers, Inc., Butte, Mont., vs. Ann Arbor et al. 

Unreasonable rates, petroleum lubricating oil and/or grease, 
points in Pa. to Butte, Mont. Asks rates and reparation. (D. C. 
Stone and F. L. Emerson, practitioners, Denver, Colo.) 

27365. Investigation instituted by the Commission, on its own mo- 
tion into the practices of Class I carriers with respect to freight 
forwarding operations. 

27368, Georgia Public Service Commission, Atlanta, Ga., vs. A. G. 
S. et al. 

Rates, watermelons, Ga., to points in southern and official ter- 
ritory and Wis., Mich., Minn., Ia., and Mo., in western trunk 
line territory, in violation of section 1. Asks new rates. (J. C. 
Manning, rate clerk, Atlanta, Ga.) 

27369, The Best Foods, Inc., New York, vs. B. & O. et al. 

Rates, corn oil, Chicago, Ill., switching district to Bayonne, N. 
J., switching district and Long Island City, N. Y., in violation 
of section 1. Asks reparation. (J. B. Elkins, g. t. m., 88 Lexing- 
ton Ave., New York, N. Y., M. P. Bauman, 15 Exchange Place, 
Jersey City, N. J., and S. S. Elsen, 143 Liberty St., New York, 
N. Y.) 

27370, Gridley, Maxon & Co., Inc., et al., Chicago, Ill., vs. A. C. 
L. et al. 

Rates, fresh vegetables, straight and mixed carloads, points in 
Ga. and the Carolinas, to Chicago, Ill., shipped between May 1, 
1928, and September 5, 1934, in violations of sections 1, 4 and 6. 
Ask reparation. (R. W. Schapanski, trf. representative, Fruit Dis- 
tributors’ Bldg., South Water Market, Chicago, III.) 

No. 27371, M. D. Friedman Co., Inc., Ashland, Ky., vs. A. C. L. et al. 
Rates, scrap iron and/or steel, points in Ala., Fla., Ga. La., 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


The Traffic World 








Vol. LVII, No. 16 


S. C. and Tenn., to points in Ky., Ohio and W. Va., such as Ash- 
land, Portsmouth and Huntington, in violation of sections 1 and 3, 
the undue preference alleged being for Cincinnati, O., Maysville, 
Lexington, Winchester and Elkhorn City, Ky., and Newport News 
(Norfolk), Va. Asks new rates and reparation. (C. N. Thompson, 
trf. counsel, 312 Kitchen Bldg., Ashland, Ky.) 

27372, New Mexico Construction Co., Inc., Denver, Colo., vs. A. T. 
& S. F. et al. 

Rates, asphalt rock, Hawks, N. M., to Salida and Florence, Colo., 
shipped in August and September, 1934, in violation of section 1. 
Asks reparation. (A. Larsson, practitioner, 268 Market St., San 
Francisco, Calif.) 

27366, export and import rates to and from Atlantic and Gulf ports. 

An investigation instituted by the Commission on its own mo- 
tion to determine whether and to what extent, if any, the rates 
and charges of carriers by railroad, or by railroad and water, on 
export and import traffic from and to central territory to and 
from the United States ports on the Atlantic and Gulf coasts and 
the Canadian ports of Montreal, St. John and Halifax are unduly 
prejudicial to any of the United States ports or carriers and un- 
duly preferential of the Canadian ports or of carriers participating 
in traffic through the Canadian ports, and what, if any revision 
of rates may or should be required by order or orders of the 
Commission. 


No. 


No. 


RAILWAY EMPLOYMENT 


The total of employes on Class I steam railways excluding 
switching and terminal companies at the middle of March was 
1,022,693, a decrease of .71 per cent as compared with the 
middle of February but an increase of 4.56 per cent as com- 
pared with the middle of March, 1935, according to a compila- 
tion based on preliminary reports made by the Commission's 
Bureau of Statistics. 

Executives, officials and staff assistants numbered 11,990 
an increase of 0.49 per cent over the preceding month and of 
0.21 per cent over March, 1935; professional, clerical and gen- 
eral employes numbered 164,779, an increase of .46 per cent 
over February and .99 per cent over the corresponding month 
of 1935; maintenance of way and structures numbered 191,571, 
a decrease of 6.35 per cent as compared with February but an 
increase of 3.74 per cent over March, 1935; maintenance of 
equipment and stores employes numbered 292,616, an increase 
of 1.87 per cent over February and an increase of 6.45 per 
cent over March, 1935; transportation (other than train, engine 
and yard) employes numbered 125,056, an increase of .61 per 
cent over February and 2.13 per cent over March, 1935; trans- 
portation (yardmasters, switchtenders and hostlers) numbered 
12,580, a decrease of 1.80 per cent under the preceding month 
but an increase of 1.99 per cent over a year ago; and trans- 
portation (train and engine service) employes numbered 224,- 
101, a decrease of .46 per cent under February but an increase 
of 7.43 per cent over a year ago. 


CARRIER ACCOUNTS 


The Commission, by division 4, has issued what it calls a 
condensed classification of operating expenses of steam roads 
prescribed in accordance with section 20 of the act to regulate 
commerce, effective January 1, 1936. The condensed classifi- 
cation is for the benefit of “small carriers,” a new official 
designation so far as the Commission is concerned. It applies 
the new term to cover carriers embraced in Class II and Class 
ITI. 

In prescribing this condensed classification the Commis- 
sion repeated former orders establishing Class I, Class II, and 
Class III and at the same time said that the classification here- 
tofore issued was modified for the use of small carriers. Small 
carriers have the option of using this condensed classification 
or the classification used by the larger roads. Under the 
classification which was prescribed by the Commission in 1914 
it defined Class II as being carriers having annual operating 
revenues from $100,000 to $1,000,000 a year; Class III, con- 
sisted of carriers having annual operating revenues below 
$100,000 a year. 

Alexander Wylie, director of the Bureau of Accounts, in 
an introductory letter concerning this condensation, said that 
“the matter in which the accounts for large carriers are to 
be condensed in the accounts for small carriers is indicated 
by showing the primary accounts for the small carriers in the 
left hand column and the accounts for large carriers in the 
right hand column of the classification.” 


AMERICAN AIR LINES MAIL RATES 


The proceeding in air mail docket No. 14, air mail rates for 
American Airlines, Inc., in which the American is seeking re- 
determination of its rates for carrying the mails on specified 
routes, has been set for hearing in Washington April 20 by 
the Commission (see Traffic World, March 14, p. 498). The 
petitioner has been permitted to amend its petition and the 
Postmaster General has been permitted to file a reply thereto. 
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Be Sure to Get Your Copy 
Motor Carrier Tariff Abstracts 


The original tariffs (over 25,000 of them), 
effective April 1, are published in the April 4, 
11, and 18 issues of THE TRAFFIC BULLETIN 
(companion publication to THE TRAFFIC WORLD). 


The list is classified according to commodities, and 
shows the name of the carrier or agent, city in 
which he is located, file number of tariff, nature of 
service offered or commodities affected, and 
territory served. It is the only list of its kind 
available and also constitutes, to great extent, a 
directory of motor truck operators in interstate 
business. 































You can get your copy immediately by subscribing 
for THE TRAFFIC BULLETIN. Your order ee 


now will bring you: 


1. Abstracts of all motor carrier tariffs, supple- 
ments, and classifications. 


9. Abstracts of all railroad tariffs, supplements, 
and classifications. 


3. Abstracts of all steamship tariffs filed with the 
Shipping Board Bureau. 


4. Applications of rail, motor, and steamship 
carriers to change rates on short notice, and 
permissions granted. 


Dockets of the railroad territorial rate 
committees and, in most cases, their hearing 
bulletins and disposition notices. 


ui 


6. Fourth section applications and orders. 


7. Tariffs suspended by the Commission and the 
Shipping Board Bureau, tariffs returned by 
either body, express tariffs, steamship sailings, 
embargo notices. 


8. Quarterly dockets of the Consolidated 
Classification Committee. 


The subscription rate of THE TRAFFIC BULLETIN 
is $25.00 a year, $6.25 for three months. Payment 
may be made on receipt of our bill. Send your 
order now to start with the April 4 issue, con- 
taining motor carrier tariff abstract list No. 1. 


THE TRAFFIC BULLETIN 


418 S. Market St. Chicago, Ill. 
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Docket of the Commission 


NOTE—liItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


April 20—Chicago, Iil.—Sherman Hotel—Examiner Snider: 
27249—Prentiss Wabers Products Co. vs. C. & N. W. et al. 


April 20—St. Louis, Mo.—Coronado Hotel—Examiner Stiles: 
27322—Switching Charges of Wabash Railway Co. 
April 20—Washington, D. C.—Argument: 
26937—National Mortar & Supply Co. vs. Pennsylvania R. R. et al. 
27008—Laurens Glass Works, Inc., vs. Charleston & Wn. Ca. Ry. 
et al. 
27012—Chattanooga Glass Co. vs. Pa. R. R. et al. 


April 20—Charlotte, N. C.—U. S. Court Rooms—Joint Board No. 2: 
BMC F-5—In the matter of the application of Queen City Coach Co. 
to acquire control of Greensboro-Fayetteville Bus Line, Inc., 
through purchase of all outstanding stock. 


April 20—Columbus, O.—Deshler Wallick Hotel—Examiner Schutrumpf: 
Finance 11073—Application of the Pennsylvania, Ohio & Detroit and 
the Pennsylvania, lessee, for permission to abandon that portion 
of the Walhonding branch extending from Warsaw Junction to 
Brink Haven, O. 
April 20—Washington, D. C.—Examiner C. A. Bernhard: 

Fourth Section Application 16223 and 16250—Rags and scrap or waste 
paper, etc., from New York, Hoboken, Newark, Baltimore and 
Philadelphia, etc., to Buffalo, Niagara Falls and Oakfield, N. Y. 

April 20—Washington, D. C.—Examiner Prichard: 
* Finance 11130—Application of Boston & Albany and New York Cen- 
tral for approval of operating contract with the North Brookfield. 


April 20—Washington, D. C.: 
* Air Mail Docket 14—Air mail rates for American Airlines, Inc. 


April 21—Washington, D. C.—Examiner W. J. Harris: 
Fourth Section Application No. 16227—Lime from southwestern, 
western, Illinois, central and southern territories to destinations 
in Ark., La., Okla., Tex. and N. M.—Filed by F. A. Leland. 
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April 21—Washington, D. C.—Commissioner Aitchison: 
Ex Parte 115—Increases in freight rates and charges, 1935. 


April 21—Los Angeles, Calif.—State Bldg.—Examiner McChord: 
22378—Romeo Stores Co. et al. vs. Union Pacific et al. 


April 2i1—New York, N. Y.—Hotel Pennsylvania—Examiner Weems: 
27048—Lehigh Valley Coal Sales Co. vs. Lehigh Valley et al. 


April 21—Chicago, Ill.—Hotel Sherman—Examiner Snider: 
27267—-Union Fork & Hoe Co. vs. C. & O. et al. 


April 21—Washington, D. C.—Examiner P. R. Naefe: 
Fourth Section Application 16265—Canned goods from Portland, Me., 
to Memphis, Tenn. 
April 21—Columbus, O.—Deshler-Wallick Hotel—J. E. Davey. 
BMC F-3—Application Pennsylvania Transfer Co. of Pittsburgh for 
authority to acquire control of Barker Motor Freight, Inc. 
BMC F-13—Application Barker Motor Freight, Inc., for authority to 
purchase the properties and business of Barker Motor Freight 
Lines, a partnership. 


April 22—Washington, D. C.—Examiner C. K. Glover: 
Fourth Section Application No. 16224—Salt, C. L., 
and Kans. mines to points in the southeast, etc. 


April 22—Washington, D. C.—Examiner Konigsberg: 
26843—Allen & Wheeler Co. et al. vs. A. C. & Y. et al. 


April 22—Los Angeles, Calif.—State Bldg.—Examiner McChord: 
27243—Ogden Livestock Exchange et al. vs. A. T. & S. F. et al. 


27214—-Los Angeles Union Stock Yards Co. et al. vs. C. M. St. P. & 
P. et al. 


from Tex., La., 


April 22—Chicago, Ill.—Sherman Hotel—Examiner Snider: 
27244—National Electric Products Corporation vs. A. T. & S. F. et al. 


April 22—Washington, D. C.—Argument: 


Fourth Section Application 15574 and 15582—Sewage sludge and 
tankage from Wisconsin. 


April 22—Effingham, Ill.—Hotel Benwood—Examiner Schutrumpf: 
Finance 11080—Application of Wabash Railway Co. for permission to 
abandon line from Stewardson to Effingham, Ill. 


April 22—Phoenix, Ariz.—Arizona State Bldg.—Examiner Hendon: 
BMC F-10—Application Santa Fe Trails Stages, Inc., for authority 
to acquire control of Central Arizona Transportation Lines, Inc., 
and Arizona-Utah Stages, Inc., by purchase of capital stock. 
April. 23—Washington, D. C.—Examiner P. R. Naefe: 
Fourth Section Application 15057—Box or crate material in the south 
including St. Louis, Mo.—Filed by J. E. Tilford. 


April 23—Topeka, Kan.—Corporation Comm. Rooms—Examiner Stiles: 
27307—Topeka Chamber of Commerce et al. vs. Alton et al. 
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April 23—Chicago, Ill.—Sherman Hotel—Examiner J. E. Snider: 

Fourth Section Application 16208—Import rates from southern ports 
to Minneapolis group.—Filed by E. B. Boyd. 

April 24—Philadelphia, Pa.—Chamber of Commerce—Examiner Weems. 

27311—G. & W. H. Corson, Inc., vs. Pennsylvania et al. 

April 24—Washington, D. C.—Examiner W. J. Harris: 

Fourth Section Application 16003—Kapok and hemp seed oil, C. L., 
between points in southern, and between points in southern ter- 
ritory on the one hand, and points in central, Illinois, T. L., 
New England and western trunk line territories, on the other. 

April 24—Washington, D. C.—Argument: 

Finance 10922—Application of Seaboard Air Line for a certificate to 
construct a line of railroad in Highlands county, Fla. 

April 24—St. Louis, Mo.—Coronado Hotel—Examiner Schutrumpf: 

Finance 10972—Application of C. R. I. & P. for permission to aban- 
don line from Lackland Junction to Wabash Junction, Mo. 

April 24—Chicago, Ill.—Sherman Hotel—Examiner J. E. Snider: 

Fourth Section Application 16182—Sash and window frames from 
south Pacific coast—Filed by L. E. Kipp. 

April 24—Montgomery, Ala.—Alabama Commission—Examiner Molster: 

Finance 10890—Application of Manistee & Repton Railroad Co. for 
a certificate permitting abandonment of that part of its main line 
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between a point one mile south of Monroeville and Frisco City, 
and of its entire Excel branch between Allene and Excel, in 
Monroe County, Ala. ; 

April 24—Charleston, W. Va.—Public Service Commission—Joint Board 
No. 10: 

* BMC 50008—Application of Ohio Valley Bus Co., Inc., 1749 Washing- 
ton Ave., Huntington, W. Va., for certificate of convenience and 
necessity to extend its present operations as a common motor Car- 
rier. 


April 25—Lincoln, Neb.—Hotel Cornhusker—Examiner Stiles: 

23812, and Sub. No. 1—Lincoln Chamber of Commerce et al. vs. 
B. & O. et al. 

April 25—San Francisco—Merchants Exchange—Examiner McChord: 
27227—James M. Brown Co. vs. Southern Pacific et al. 
27256—Associated Oil Co. vs. A. T. & S. F. et al. 

April 25—Chicago, Ill.—Sherman Hotel—Examiner Snider: 

* 19610—Switching rates in Chicago switching district. 


April 27—Butte, Mont.—U. S. Court Rooms—Examiner Stiles: 
1. & S. 4175—Transit on canned goods in Pacific Northwest. 


April 27—Kirksville, Mo.—Federal Bldg.—Examiner Schutrumpf: 
Finance 10969—Application of Chicago, Burlington & Quincy for 
permission to abandon parts of its branch line between Sedan, Ia., 
and Elmer, Mo. 
April 27—Washington, D. C.—Examiner P. R. Naefe: 
Fourth Section Application 16235—White potatoes from Norfolk South- 
ern points—Filed by the Norfolk Southern R. R. 
April 27—Harrisburg, Pa.—Public Service Comm. Bldg.—G. L. Swink, 
Sect. of Finance: 
BMC-F 4—Application of Pennsylvania Transfer Co., Pittsburgh, to 
acquire control of Alko Express Lines. 
April 27—tort Worth, Tex.—Hotel Texas—Examiner R. R. Molster: 
Finance 11064—Application of C. R. I. & P. and C. R. I. & G. for 
authority to merge operation. 
April 27—Washington, D. C.—Argument: 
* Finance 10912—Colorado & Southern abandonment. 
April 27—Washington, D. C.—Examiner Prichard: 
* Finance 11145—Application of New York Central for acquisition of 
control of the Genesee Falls Ry. 
April 27—Washington, D. C.—Joint Board 12: 
* BMC 50010—Application of Arlington & Fairfax 1026 North Glebe 
Road, Ballston, Va., to operate as common motor carrier of per- 
sons and mail. 


April 28—Keokuk, Ia.—U. S. Court Rooms—Examiner Snider: 
25891—-Standard Soy Bean Mills vs. A. T. & S. F. et al. 





NEW SANTA FE PASSENGER SERVICE 


In addition to cutting the running time of the Super Chief 
between Chicago and Los Angeles (see Traffic World, April 11, 
p. 708) the A. T. and S. F. will make other changes in its 
transcontinental passenger service effective early in May in 
preparation for expected heavy travel in the summer. Begin- 
ning May 12 the Super Chief will leave Chicago every Tues- 
day evening at 7:15 and arrive at Los Angeles at 9:00 a. m. 
Thursday morning. The train, made up of standard Pullman 
and club equipment, will be pulled by a 3,600-horsepower 
diesel locomotive. Later in the year a new streamline train 
will be substituted on the run. 

Effective May 10, 2 hours and 15 minutes will be trimmed 
from the running time of the Chief, the Santa Fe’s daily west 
coast train. It will then leave Chicago at 12:01 p. m. and 
arrive in Los Angeles at 1:30 p. m. on the second afternoon. 
Eastbound it will leave Los Angeles daily at 9:30 a. m. and 
get to Chicago at 1:55 p. m. on the second afternoon. 

On the same day, May 10, the Santa Fe will place in 
service a new transcontinental train, the Scout, designed for 
coach and tourist travel. It will leave Chicago daily at 8:45 
p. m. and, traveling on a 60 hour 55 minute schedule, arrive 
in Los Angeles at 7:40 on the third morning. 


PENNSYLVANIA REACHES NINETIETH BIRTHDAY 


The Pennsylvania observed its ninetieth birthday April 13. 
The act of the Pennsylvania legislature incorporating the Penn- 
sylvania Railroad Road Company was signed by Governor 
Francis Rawn Shunk on April 13, 1846. The act provided for 
the issuance of $3,000,000 in capital stock, $1,000,000 of which 
was to be paid up and 30 miles of line to be placed under con- 
tract for construction by July 30, 1847. By 1852 the railroad 
started all-rail service between Philadelphia and Pittsburgh. 
The original purpose of the line was to link the eastern part 
of Pennsylvania with the headwaters of the Ohio River. By 
the 1850’s, however, it had become apparent that the country 
to the west would be developed by rail rather than by water 
transportation. Lines to Chicago and St. Louis were projected 
and out of them grew the present Pennsylvania railroad sys- 
tem. The railroad, in paying its dividend in February of this 
year, maintained an unbroken record of 89 years in dividend 
payments. That is the longest consecutive period of that kind 
in the history of the world’s railroads, according to a statement 
by the company. 
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They are always 
going places 
via Peoria 


and P. & P. U. Ry. 





Follow the example of those shippers who 
have “discovered” Peoria when youY¥ship 


across country. Routing via Peoria and the 
P. & P. U. Ry. has a most advantageous effect 
on shipments. They get to wherever they are 
going in the fastest possible time. 


Peoria happens to be in the proper place for 
interchange—at the center of things and a 
point where fourteen of the trunk line railroads 
of the country meet. The Peoria and Pekin 
Union Railway—the medium of interchange 
between the trunk lines—makes it possible for 
shippers to get the benefits of Peoria's natural 
interchange advantages and gets freight from 
one road to another in short time. 


That is the reason that more and more ship- 
ments each year go places via Peoria (The 
Gateway City) and the P. & P. U. Ry. Try 


the routing. 





For information write 


E. F. Stock, Traffic Manager, 


Union Station, Peoria, Illinois 


PEORIA 4x» PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 


Peoria & Pekin Unien Ry. Co. 
Alton R. R. 


Atchison, Topeka & Sento ny Ry. 
Chicago & North W 
Chieago, Burlington & ryt Guiney R. R. 
Ghienee & ieee Midland Fy. 
aa, Book F wy & Pacific Ry. 
eve. Cl In., . & St. Louls Ry. 
“Weuke & ak, 


Illinois Central R. R. 

iMinois Terminal R. R. System 
Inland Waterways Corporation 
Minneapolis & St. Louis R. R. 

New York, Chicago & St. Louls R. R. 
Pennsylvania Rallroad 

Peoria Terminal Railroad 

Toledo, Peoria & Western R. R. 
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